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EXPLANATION FOR DELAY 


We apologize to our readers for the delay in mailing 
this issue of The Traffic World, but it was due to a strike 
of printers and was unavoidable on our part. The maga- 
zine is two days late but, as at least a partial offset, it 
contains later news than usual. The Daily Traffic 
World, which was issued every day of the strike, which 
lasted from Monday morning until Thursday night of 
this week, got back to normal both as to contents and 
time of delivery, with the May 7 issue. The Traffic Bul- 
letin will be three and possibly four days late. It also 
will contain later material than usual. We hope our 
subscribers will bear with us. We have spared no trou- 
ble or expense in doing the best that could be done in a 
dificult situation. 





RATES AND BUSINESS DEPRESSION 

Evidences are many that President Harding thinks 
that a reduction in freight rates is the first and most im- 
‘portant step to be taken in bringing business back to nor- 
maley—that high freight rates are the chief cause of the 
depression in business. His thought has plenty of material 
on which to feed in the complaints voiced in the public 
press, in speeches by ill-informed members of Congress, 
and made in one way or another to the Interstate Com- 
merce Commission by representatives of business that 
thinks itself oppressed by the high level of rates and seeks 
reductions as a remedy. It may be said also that the Com- 
mission is continuing to lend ear to these complaints and 
is meeting them in what seems to be a genuine attempt to 
get at the merits of the situations presented, with a view 
to bring about reductions in cases where (and we all admit 
there may be such cases) it is a demonstrable fact that high 
tates are causing stagnancy in commerce. Its decision to 
hold conferences in California and Colorado to determine 
whether the freight rates are responsible for the distress 
ot fruit and vegetable growers and the conference already 
held with Texas vegetable growers are examples of its at- 
litude in this respect. 
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We have tried to show the fallacy of the theory that 
the high freight rates are responsible for the condition of 
business ; that they are, at most, only a minor factor among 
many causes for commercial depression; and that to reduce 
them arbitrarily on the theory that lower rates will revive 
business would be not only to fail in the revival of business 
generally but to wreck the railroad business, now hovering 
on the verge of bankruptcy. We have quoted extensively 
Chairman Clark, of the Interstate Commerce Commission, 
whose ideas are exactly opposed to those of the President 
and we think his logic has been convincing, even if our own 


has not. 
It may be well to show in some concrete cases the 


fallacy of the theory about which we are talking. Chairman 
Clark himself has cited some concrete examples. Writing 
to Senator Shortridge, who had queried him as to the ad- 
visability of holding a conference at Los Angeles between 
shippers and railroad men with respect to fruit and vegetable 
rates from California, he said: ‘The conference at Dallas 
does not seem to promise any readjustment of the rates on 
fruits and vegetables. The railroads have taken the view 
that a reduction would not increase the volume of move- 
ment and that, in view of financial conditions, they cannot 
afford to reduce the rates. We have some vigorous repre- 
sentations from interests in Florida that the rates were 
stifling the movement of fruits and vegetables from Florida, 
but upon investigation and ascertainment of all the facts it 
developed that the movement of fruits and vegetables for 
the period Nov. 1, 1920, to March 1, 1921, exceeded by 
several hundred cars the movement during the same period 
of 1919-1920. We are in no wise insensible to the diffi- 
culties which shippers generally are experiencing, but the 
plight of the shippers cannot well be worse than that of 
the railroads. In many instances inquiry into a situation 
demonstrates that it is not high freight rates which are pre- 
venting the sale and movement of commodities, but that it 
is market conditions and unwillingness of people to buy 
at the prices that must be paid.” 

In a discussion before representatives of the American 
Farm Bureau Federation, Mr. Clark took the case of the 
California lemon grower, who is unable to sell his lemons 
in the East at a price that will pay him to produce, pack, 
and ship his fruit. At first, the grower blamed the freight 
rates, but as the situation was examined it was found that 
the reason for the price was that the Sicilian grower was 
exporting his lemons to this country and selling them at 
$1.25 a box, which, taken back to Italy at the prevailing 
rate of exchange, meant a five dollar bill. So in this par- 
ticular case the only way the California fruit grower can 
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compete is by means of an import tax that will give him 
protection, 

There were complaints also as to the rates on spinach 
from the South. Mr. Clark explained to the farmers that 
the retail dealer in New York was paying just one-half 
what he paid last year, but his price to his customers was 
the same as last year. Obviously the freight rate in that 
case was not what was preventing the grower from getting 
what he got last year and a reduction in freight rates would 
not benefit him. Those who controlled the market would 
not pay any more than they were compelled to pay. 

He pointed out, with regard to wheat, that the farmer 
was back almost to pre-war conditions so far as the price 
he got was concerned, but the public was paying the same 
price for a loaf of bread. 

Even the daily press, which at first swallowed the 
specious argument, heard on all hands, that high freight 
rates were making it impossible to do business, is seeing the 
light. The Dallas News, for instance, prints a report to the 
effect that cabbage raisers in San Benito county were get- 
ting $6.00 a ton for their product which was sold to con- 
sumers in Dallas for from $126 to $140 a ton. The freight 
charges to Dallas were $22.20, so that one must seek else- 
where than in freight rates a reason for the stoppage of the 
movement of cabbage. And the Houston Chronicle asks 
this question: “If cabbage in the Rio Grande country brings 
the grower ten dollars a ton, and transportation to Houston, 
including icing, costs fifteen dollars a ton, bringing the cost 
of cabbage laid down in Houston up to $25 a ton, and you 
buy it at the rate of five cents a pound, or $100 a ton, who 
gets the other $75 and why are we all jumping on the car- 
riers for excessive charges °” 

President Markham, of the Illinois Central, in a recent 
address, devoted some attention to this matter. He cited 
the case of a request made by Texas cattle-raisers for spe- 
cial rates into Wyoming and Montana because Texas cattle 
were starving on account of the shortage of pasture and 
the high freight rates for movement to feeding grounds. 
But after a satisfactory rate had been established, he said, 
only twenty-five cars of cattle moved. 

He drew further examples from the lumber and the 
cotton industries. In the first half of 1920, he said, the 
cost of 2x4x16 yellow pine in Chicago was $53.50 a thou- 
sand, which included freight charges of $8.50. In the last 
six months of the same year the cost was $51.34, including 
freight charges of $11.34. In spite of the fact that the pres- 
ent price is more than $12 below the price in the early part 
of 1920, no lumber is moving, he said, whereas at that time 
it was impossible to procure sufficient cars for the tonnage 
offered. 

Cotton a year ago, said he, was selling for about forty 
cents a pound, while last November, two months after the 
Increased freight rates became effective, the price was about 
fifteen cents. The average price today is twelve cents. He 
said he knew enough about the cotton industry to justify 
his stating that if the freight rates were taken off entirely, 
that action would not result in the moving of a single bale 
of cotton that could move at the present rate. 

Daniel Willard, president of the B & O., says he has 
Personally asked many large manufacturers and shippers 
What effect it would have on their shipments at the present 
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time if freight charges were cancelled altogether and the 
railroads would move the tonnage free of charge. Invari- 
ably, he says, the answer has been that it would make prac- 
tically no difference because people are not buying. 

Director Hardie, of the Bureau of Traffic of the In- 
terstate Commerce Commission, says he has talked with 
about thirty railroad freight traffic officials and that not 
one of them has the idea that high freight rates are the 
factor responsible for the reduction in the amount of busi- 
ness the railroads are doing. 

In its weekly summary of the general financial and 
business situation, a well known New York Stock Exchange 
concern says, under date of April 23: 

“Depression in business has been laid to high freight 
rates. But in times likes the present, any overhead expense 
might be blamed. Failure of demand brings depression. 
Depression lowers prices, and with prices low enough, ex- 
pense of moving goods might be the item which would pro- 
duce a loss. 

“A middle western banker takes exception to the conten- 
tion, quoted from Mr. Slason Thompson’s bulletin in a recent 
review, that freight rate advances are not really interfering 
with business. He says: 


From a casual contact with the citrus fruit folk on the west 
coast, I find that they are seriously affected, according to their 
own statement; for example, the freight cost alone on a single 
orange to the Chicago district, amounts to approximately two 
cents. 

Grain dealers in this vicinity and cattle-food manufacturers 
find a very practical embargo against eastern markets, in the 
new freight rates. The reviving of river shipping along the 
Mississippi and its tributaries in the South, including the re- 
habilitation of old “tubs” that had not been in service for twenty 
or thirty years, can certainly not be accounted for in any other 
way, except that railroad freight rates have gone so high that 
the boats can make money, even with slower deliveries. 


“We submitted this letter to Mr. Thompson, who re- 
plied as follows: 


This particular instance is defective in that it is not based on 
fact. The freight cost alone on a single orange to the Chicago 
district, instead of amounting to approximately two cents, does 
not actually amount to one cent. 

I have before me the cost of two shipments of oranges, one 
from Redlands and one from Grafton, California, to Chicago. 
From Redlands the cost per box averaging 78 lbs. per box under 
ventilation was $1.54 per box, equal to 9.65 cents per dozen, or 
.80 cents per orange. Under refrigeration the same shipment 
figures $1.72 per box, 10.76 cents per dozen, or 8 mills per orange. 

The same number of boxes from Grafton contained 1,474 
more oranges and consequently the freight figured lower per 
dozen and per orange. 

The revival of river traffic on the Mississippi is a myth. It 
disappeared forty years ago, when rail freight rates were higher 
than they are today, and all the river and harbor appropriations 
in the land cannot make Humpty Dumpty swim again. 

When railway wages and retail prices are forced down to 
something like the level of 1916 there will be some merit in 
their claim for lower freight rates. Some commodities have de- 
clined. But comparatively speaking they are still high relatively 
to freight rates. The average freight receipts per ton mile today 
is only 70 per cent higher than it was in 1913. The cost of every- 
thing they carry still averages more than that higher than in 
the pre-war days. Moreover, the average freight rate in 1913 was 
notoriously unremunerative. 

There are inequalities in the present rate schedules that 
should be rectified, but it would be the weirdest folly to attempt 
to readjust them while railway expenses are 100 per cent of rail- 
way revenues, with the latter declining.” 


And so we might go on taking up the various complaints 
that have been made by farmers and others to the Com- 
mission, to the President, to their representatives in Con- 
gress, and in the public prints, that the high freight rates 
are putting them out of business, and show in most cases 
that they have incorrectly diagnosed the trouble. They only 
know what hurts them; they do not know why. They 
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grasp at any remedy offered. But the reason for most 
failures of tonnage to move is a general business depression 
that would exist, be the freight rates high or low, or if 
there were no rates at all. The reason in many cases for 
the exorbitant prices that are attributed to freight rates is 
profiteering of one kind or another. The railroads point out 
that, with some exceptions—bulk and low grade commodi- 
ties—freight rates now form a smaller part of the retail 
selling prices than they did in 1914. 


FREE TRANSPORTATION 
At a recent meeting of the stockholders of the Boston 


and Maine Railroad, there was some discussion of the 
matter of free transportation and one of the stockholders 
offered a resolution to the effect that, “in the judgment of 
the stockholders, no passes should be issued or honored 
unless the person to whom issued is traveling on the busi- 
ness of the railroad.” The resolution was adopted by a 
voice vote. The directors, it is stated, have not yet dealt 
with the matter so as to give effect to the opinion expressed 
by the vote and we do not know whether they contemplate 
any action, though we would assume that the vote of the 
stockholders would control. At any rate, their action seems 
to us proper. It is exactly the policy that we have long 
advocated. Especially in these days of railroad deficits and 
business depression, we see no reason why railroads should 
give free transportation to their employes and the em- 
ployes of other roads traveling for pleasure or on personal 
business, or to the representatives of other roads traveling 
on business of their roads. The railroad pass system is 
much abused, even if it be admitted that the system itself is 
a good one. We congratulate the Boston and Maine if it 
is really going to take the lead in a reform of this kind. 





INFORMATION ON RATE CHANGES 


The Trafic World Washington Bureau 


Another effort is being made by the Commission to persuade 
earriers to be more explicit in their advices to shippers of a 
desire on their part to make changes in rates. The Commission 
has not the power to require carriers to be more free with their 
information. It can only, indirectly, suggest that if they are not 
more liberal, it will exercise its power of suspension. It has 
never advised carriers, in writing, that failure to provide more 
information will be deemed cause for suspension. It has, how- 
ever, suspended tariffs almost exclusively because the carrier 
or agent filing them, has not furnished sufficient information, 
either to the Commission or the shipper to enable either to 
understand why the change was desired. 

In a revised circular, April 30, addressed to all parties in- 
terested, it took cognizance that it now has the power to pre- 
scribe minimum rates and that, even without a showing or alle 
gation of undue prejudice, it can suspend a tariff proposing re- 
ductions. Therefore, it has changed its circular to show that 
information is to be given about “changes in rates,” and not 
merely about “increases” as in the circular, issued February 
9, 1915, before the change in the law. That circular requested 
information as to increases. To that request for information 
about “changes” has been added that a similar statement suould 
be submitted with each schedule containing reduced rates as 
to which there is reasonable ground to believe that protests may 
be filed.” 

That addition gives recognition to the fact that hardly a 
reduction can be made without objection by shippers which 
think they may be hurt, in competitive markets, by such reduc- 
tions. To illustrate that point, it may be set forth that protests, 
by wire and by mail, have been received by the Commission, 
from coal dealers in the Northwest who believe the reduction in 
rates on lake cargo will place them at a disadvantage in the 
marketing of coal from the Indiana and Illinois mines that must 
be carried to the Northwest all rail. The circular in question, 


however, could not have any application to a reduction brought 
about in the way that matter was handled. No adversely affected 
interest, had the opportunity, in advance of the issuance of 
special sixth section permission, to know about the application 
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of the carriers involved, to reduce their rates, not on statutory 
notice, but on five days’ notice. 

The circular has been changed so that if the carrier makes 
answer to the protest of a shipper, it must forward a copy of its 
answer to the protestant at the time it dispatches its answer to 
the Commission. No carrier is under constraint of the law to 
answer a protest, but as before set forth, if it makes no expla. 
nation or answer to the protesting shipper, the Commission can 
compel a formal answer or explanation by suspending the tariff. 

The revised circular, intended to promote the giving of 
more information about proposed changes, is as follows: 

“The Commission deems it appropriate to outline the fol. 
lowing suggestions as bearing upon the exercise by the Com. 
mission of its powers to suspend proposed rates under section 
15 of the Interstate Commerce Act as amended by section 418 
of the Transportation Act, 1920. 

“The statutory maximum period of suspension is 120 days 
beyond the time when the rate would otherwise go into effect, 
It is, therefore, important that in such proceedings there be no 
unnecessary delay. 

“Before filing changes in rates the carriers should have con- 
sidered the action, the reasons underlying it and the effects of 
it so thoroughly as to be prepared in case the changes are pro- 
tested to immediately present in full their defense. They should 
also, as requested in the Commission’s circular letter of February 
9, 1915, send with each schedule containing increased rates, a 
statement of the changes and the reasons therefor. A similar 
statement should be submitted with each schedule containing 
reduced rates as to which there is reasonable ground to believe 
that protests may be filed. 


“Suspension of proposed rates should not be reauested unless 
protestant is sure that he understands the effect of the rates and 
that his request rests on good grounds. The request should 
state clearly and concisely the reasons relied upon in support 
thereof. The one who requests suspension should at the same 
time send direct to the carrier or the tariff agent who issued 
the tariff advice that request for suspension has been filed, and 
of the reasons for that action. The request upon the Commission 
should be accompanied by a statement that the carrier or agent, 
naming them, has been so advised. If the carrier or tariff agent 
makes answer to protestant’s petition, a copy of such answer 
must be sent by the carrier direct to the protestant at the same 
time that it is forwarded to the Commission. 


“If protestant desires to be heard orally ‘by the Suspension 
Board, the request for suspension should so state and be filed 
with the Commission at least 15 days prior to the effective date 
of the tariff. 


“The Commission must determine its action upon a request 
for suspension in the light of understanding of the situation. 
In order that opportunity may be had for such understanding 
it is important that the request shall be filed as far in advance 
of the effective date of the rate as is practicable and not less 
than 10 days before that effective date. See Rule XIX of the 
Commission’s Rules of Practice. It will be the policy of the 
Commission to afford carriers an opportunity to answer or ex 
plain allegations or questions raised in a request for suspen- 
sion, but it is essential that the carriers shall give immediate 
attention to. such matters and forward at once such representa: 
tions as they desire to have considered. If the request for 
suspension is not presented within the time above mentioned 
it may ordinarily be expected that it will not be favorably acted 
upon. If the carriers neglect to promptly forward the data they 
desire to have considered in answer to a request for suspension 
they may expect that it will be unavailing. It will be the purpose 
of the Commission to avoid suspending proposed rates except 
where the date of that action affords opportunity to publish 
notice of such suspension before the effective date of the pro- 
posed rate.” 


PERSONAL INJURY AWARDS SUSTAINED 
The Trafic World Washington Bureau 


The United States Supreme Court, May 2, denied petitions 
for writs of certiorari in two railroad personal injury cases and, 
therefore, will not review the lower court decisions, which weré 
against the railroads. The cases were No. 869, Walker D. Hines, 
Director-General of Railroads, vs. Cena I. Baechtel, claimatt, 
and others; and No. 818, Erie Railroad Co. vs. Fred D. Ward. 
the Baechtel case the lower court sustained an award for the 
death of Charles W. Baechtel, an employe of the Cumberland 
Valley Railroad Company. The case was appealed by the Dir 
rector-General on the ground that Baechtel was an employe 
engaged in interstate commerce and that, therefore, the ei 
ployment of Baechtel did not come within the terms of the 
workmen’s compensation law of Maryland, under which the 
award of damages was made. The contention of the carrier in 
the Ward case was that Ward, a switchman, had no right 10 
recover for personal injuries under the employers’ liability act 
because he was not engaged in interstate commerce at the time 
he was injured. Ward recovered a judgment of $10,098 against 
the Erie. 
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Current Topics 
in Washington 





we * 


Percentage Reduction Not the Way.—About every man in 
Washington who has come into intimate contact with freight 
rate situations that have caused some complaint has been forced 
to the conclusion that, what ever else may be true, it would 
be disastrous to undertake to deal with the subject in the way 
in which the public seems to think the subject might be handled 
—that is, by means of percentage reductions. It is believed that 
the President and the members of his cabinet have learned 
enough about the intricacies of rates to show them, at least, that 
restoration to normalcy cannot be accomplished by agitation for 
reductions by means of percentages. Such a method of dealing 
with the situation, it is suggested, would not remove the things 
that cause the trouble. “Humps” that now interfere with the 
moving of traffic would not be removed by percentage reduc- 
tion. They might even be made worse. Percentage increases, 
it has been pointed out time and again, are emergency methods 
for dealing with an immediate and perceptible trouble. Ever 
since the beginning of the European war there has been one 
emergency after another. The railroads in 1910, suggested a ten 
per cent increase in rates. Some men think they then laid the 
foundation for the troubles that have afflicted them nearly every 
year since that time. They suggested that method of making an 
increase so as to forestall, if possible, the bill then pending in 
Congress empowering the Commission to suspend tariffs. They 
did not succeed. The amendment of June, 1910, conferring that 
power on the Commission, was adopted before they could get 
their tariffs into operation. The Commission suspended them 
and, in 1911, it held that they had not justified the proposal to 
add ten per cent. Ever since that time general increases have 
been proposed in percentage form. Carefully considered tariffs 
that would result in an increase in revenues equal to a given 
percentage have not been filed in any effort to obtain larger 
revenue since the start on the percentage path was made in 1910. 
The humps that have caused most of the formal complaints are 
the result of percentage increases. Big shippers, with plants at 
strategic points, have not always protested and fought against 
percentage increases because they knew the railroads needed 
more money. They also knew that if percentage increases were 
allowed, they would obtain advantages. It would not have been 
natural for them to have objected. However, some, if not all, 
of them, are now suffering from the halting progress of business, 
which, in part, it is believed, may be attributed to mal-adjust- 
ments in freight rates. The Commission, in allowing the rail- 
roads to make better adjustments, several times, has allowed 
changes to be made on special sixth section applications. That 
has caused some growling because not all shippers have been 
fully advised in advance as to what was being proposed. But, 
in the final analysis, there is a conviction that it is better to 
have readjustments brought about in that way than to compel 
everybody to wait on more formal processes. 





Director-General’s Need of Money.—It is suspected by those 
who have listened to the arguments, contentions, claims, and 
theories of attorneys for the Raiiroad Administration as to why 
the government should not make reparation on account of un- 
reasonable rates during federal control, that when Congress gives 
Director-General Davis an appropriation big enough to enable 
him to make both ends meet, a good many of the theories will 
be dropped—in other words that when one has no money to 
meet valid debts or claims, any kind of ‘stall’ will do to put 
off the evil day of settlement. Two exceptionally attractive 
claims were put forward in cases in which examiners recently 
made tentative reports. In the complaint of the Pure Oil Com- 
pany against the Chesapeake & Ohio it was argued that the oil 
company could not claim reparation because, after it had sold 
its oil, F. O. B. refinery, it voluntarily had returned to its cus- 
tomer at Bowling Green 4.5 cents per 100 pounds because it de- 
sired to hold that customer’s business, when, if it had stood on 
its contract of sale, the loss would have fallen on the customer. 
Therefore, it was argued, the complainant had not really lost 
anything, because he had not borne the freight rate, in the sense 
of having been forced to do so. Of course, the examiner could 
hot agree that the Railroad Administration should be allowed 
fo keep the money because the buyer had not borne the loss and 
made an appeal for the return of the money. However, that case 
did not cause as much levity as the defense in the complaint of 
the Moore Oil Company against the L. & N., also a federal con- 
trol transaction. In that the Director-General’s young men sug- 
gested that the complainant could have bought gasoline and 
kerosene at Pryse, Ky., instead of Lexington, and thus got the 
benefit of the 14.5 commodity rate and avoided the payment of 
the fifth class rate of 22.5 cents. It is believed, as hereinbefore 
set forth, that when Mr. Davis has a pocketful of money he will 
advise his young men to quit fighting cases that have no stronger 
grounds of defense than the ones mentioned appeared to have. 
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The Year 1920, A. P.—The thing that happened January 16, 
1920, by some regarded as cause for lamentations and by others 
as the thing that will salvage civilization, gives a faint promise 
of adding an abbreviation to the stock of such things the coun- 
try now has. Joseph C. Colquitt, the Commission’s classification 
man, made the discovery the same week the stork brought a 
second boy to his home. Throughout a memorandum on a 
classification matter, written by a former brewer, the brewer 
used the terms “1920” and “1920 A. P.” Coiquitt ransacked his 
Latin vocabulary without finding the key to it. Then he tried 
the scraps of foreign languages that come to one who has 
lived the normal life of a railroad classification man. “After 
poker” provided the necessary initial letters, but brought no 
particular sense to the mystifying combination of Arabic num- 
bers and Roman letters. He had to give up his first effort to 
find a satisfactory explanation of “A. P.” After office hours some 
of his friends talked more than usual about the chief topic of 
conversation in nearly every gathering. About the time the 
sixth satisfactory recipe for home defiance of Volstead Act and 
the eighteenth amendment was discussed, inspiration came. It 
was simple, direct, and clarifying. ‘A. P.” meant nothing more 
than “after prohibition.” The memorandum, read the next day 
with that understanding of the letters that were not cabalistic, 
became as clear as daylight. Colquitt confirmed his conclusion 
by reading the memorandum and supplying the missing words 
every time he came to the initials. The brewer, by that device 
had made his dates definite and certain. He had also saved 
time. The first time he had occasion to say the thing he was 
complaining of was so and so “after prohibiton.” After that 
he had saved time, but assured precision by adding “A. P.” after 
1920 when he meant after the eighteenth amendment became 
operative. 

Bad Effect of Agitation for Lower Rates.—Apropos of Presi- 
dent Harding’s ideas about the necessity for reducing freight 
rates as a step toward normalcy, the point has been made by 
some coal operators that continued agitation for lower rates is 
responsible, in a considerable degree, for the failure of con- 
sumers to provide themselves with the fuel they will need next 
winter. The suggestion is that few people have the nerve to 
buy on a falling market because of the fear that they will buy 
before the bottom has been reached. Operators in the stock and 
bond market know that their salvation depends almost entirely 
on the creation of a popular impression that stocks and bonds 
will go no lower. The average man, even when he is convinced 
that a given stock will go lower, is afraid to back his opinion 
by contracting to deliver that stock at some future time at a 
price lower than the one prevailing when he makes the contract. 
Thus, a declining market is without the support, so far as com- 
missions on sales are concerned, of that kind of dealing. Some 
of the mine operators believe the psychology that governs the 
stock market also governs the commodity market. Men who 
will speculate in a rising market will not touch one going in the 
other direction. The result is “no business” at all. The mine 
operators who think continued agitation for lower rates has re- 
sulted in a curtailment of business, indirectly, have suggested 
that if President Harding and his cabinet would announce that 
general reductions in rates, in their opinion, are out of the ques- 
tion, in advance of reductions in operating costs, it would do 
more to restore normalcy than they have accomplished by sug- 
gestions that rates and costs of operation must come down. The 
public, it is suggested, being interested directly only in the 
freight rate, forgets the other part of the proposition and brings 
pressure to bear on the Commission and leaves untouched the 
Railroad Labor Board. Of course, the latter body has ruled that 
the public cannot make itself a party to any wage proceeding, 
so that relief in that direction, by reason of pressure from the 
public, could come only through an act of Congress, specifically 
saying that the Railroad Labor Board should hear representa- 
tions from such bodies as the National Industrial Traffic League, 
Southern Traffic League, or any other body that might be or- 
ganized, even if constituted only for the temporary purpose of 
intervening in a wage rate case. 








Example of Carrier Seeking Lower Rates.—The reduction 
in rates on road-making materials, which the New Haven has 
been authorized to make on five days’ notice, is the first admis- 
sion by any railroad that, apparently, the quantum of its rates 
is too great. The New Haven, in its application, asked for au- 
thority to cut off specific amounts (about twenty cents a ton, 
or two cents a hundred) so as to enable buyers to obtain sup- 
plies from plants already in existence rather than promote the 
establishment of plants at points nearer the jobs of road build- 
ing to be done than the established plants. During the war 
the War Industries Board would have forbidden the use of capi- 
tal for the construction of new plants. However, there is now 
no such control over capital. The New Haven, therefore, was 
apparently confronted with the alternative of taking what it 
could get for hauling road-making materials from established 
points of origin, or getting no business of that kind, because 
the users of materials of that kind can use their capital for the 
establishment of new points of origin, not so well located as 
the older ones, but still more advantageously situated, freight 
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and all other costs considered, than the existing plants. The 
motor truck and the local sand or gravel deposit created the 
situation which the New Haven officials appeared to feel they 
had to meet. A. B. H. 


CHICAGO TERMINAL ARGUMENT 
The Trafic World Washington Bureau 


At the afternoon session of April 28 in the argument on the 
conference ruling which seems to indicate that the Commission 
will hold that it has no jurisdiction over the application of the 
New York Central to acquire the Chicago Junction road, not a 
word was said in support of the ruling. S. S. Ashbaugh, attorney 
for the American Short Line Association in many matters, 
bluntly said that, in his opinion, the ruling undertakes to narrow 
the law. George N. Brown, who said he was a Commission-fed 
and not a corn-fed lawyer, contended that the jurisdiction given 
the Commission is much broader than the conference ruling 
seems to indicate. 

C. C. Pauling, for the New York Central, said that taking 
the paragraphs of the first section alone, the Commission would 
not have jurisdiction over what the New York Central is trying 
to do, but that taking the second paragraph of the fifth section 
into consideration, the jurisdiction of the Commission extends 
to every transaction whereby a carrier may seek to extend its 
lines. He said the eighteenth paragraph appeared to leave a 
gap. After saying no carrier should undertake to extend its line 
by acquisition of another line, it made no provision for a certifi- 
cate to cover extension brough about by acquisition of an exist- 
ing road. But paragraph 2 of section 5 fills that gap and the 
apparent omission in paragraph 18 of section 1 may have been 
made because the extension by acquisition was covered by 
paragraph 2 of section 5, he said. 

Mr. Heriot, for shippers on the Chicago Junction, contended 
that the law covers the proposed transaction of the New York 
Central. While he was talking some of the commissioners 
asked questions which led to a discussion by Mr. Fisher, in 
which the former cabinet officer seemed to take the ground that 
when the property of a carrier goes into the hands of a receiver, 
the company acquiring the property, by judicial sale, takes the 
property subject to the issuance of a permit, by the Commission, 
to operate the property; in other words, when a railroad com- 
pany that now has the right to conduct a common carrier busi- 
ness goes into the hands of a receiver, the right to conduct a 
common carrier business over the railroad owned by the bank- 
rupt company dies and can be resurrected only by a license 
from the Commission and the right to carry on a common Car- 
rier business is not a part of the property transferred by the 
court to the new owner. He said that all purchasers of public 
utility companies take titles so limited; that the limitation is 
inherent; and that no court can oust the Commission from its 
jurisdiction while it is operating within the scope of the law. 





N. Y. C. PURCHASE OF SWITCHING LINES 


Hearing on Finance Docket No. 1165, application of the 
New York Central to purchase switching and terminal property 
and leases within the Chicago switching district which will give 
it control of the Chicago Junction Railway Company and the 
Chicago River & Indiana Railroad Company, was resumed be- 
fore Director W. H. Colston of the finance department of the 
Interstate Commerce Commission, and Attorney-Examiner R. 
W. Clarke, in Chicago, May 4. Previous hearings had been held 
in the same city and were adjourned on April 9, at which time 
the director announced that oral argument on the propriety of 
bringing the general Chicago Terminal situation into the con- 
sideration of the case would be heard and the point decided 
before the next hearing. Accordingly arguments were held be- 
fore the Commission during the past week, the result of which 
was a conference ruling, read by the Director at the opening 
of the session, May 4, which, in effect, upheld the contention 
of Luther M. Walter that the effect of any practice which the 
N. Y. C. might inaugurate on the properties it proposes to pur- 
chase, and which might severely injure the other trunk line 
carriers and so operate to curtail the service to which the pub- 
lic was entitled, should be considered and taken into account 
before issuing a certificate of public convenience and necessity. 

Mr. Walter had intervened in the case in behalf of the Balti- 
more & Ohio, the Chesapeake & Ohio, the Chicago, Indianapolis 
& Louisville, the Erie, the Grand Trunk, the P., C., C. & St. L., 
and the Wabash, which roads contend that if the properties of 
the Chicago Junction and the C., R. & I. are to be taken over 
by any trunk line they should have a share in the transaction 
so as to preserve the neutrality of these switching lines as re- 
gards service rendered to the trunk lines. 

The conference ruling further granted permission to Wal- 
ter L. Fisher, attorney for the Chicago Terminal Commission, 
to appear at the hearings in behalf of his organization, which 
is a civic body appointed by the Chicago City Council that has 
expressed itself in favor of a scheme for creating a unified, co- 
operative terminal for that city. While Mr. Fisher did not 
express himself as seeking anything more than information re- 
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garding the status that the two switching lines involved wij] 
have after their acquisition by the N. Y. C., it could plainly 
be seen from his cross-examination of George Hanauer, vice. 
president of the Indiana Harbor Belt Line, which continued 
during the whole of May 4, that the Terminal Commission would 
consider such a step as being in a backward direction. 

The gist of the testimony was that Mr. Hanauer favored 
co-operation to any extent which would not interfere with com- 
petition, but that he opposed anything resembling a unification 
of the sort proposed by Mr. Fisher in hypothetical questions, 
Just where co-operation would cease to be a good thing and 
become bad, Mr. Hanauer was unable to say, and while admitting 
that a “good many lessons which will not be forgotten were 
learned during the period of federal control,’ he insisted that 
moderate competition was a necessity in serving the public and 
developing the railroad business. 

The acquisition of the Chicago Junction and the Chicago River 
and Indiana roads by the New York Central could result in noth- 
ing but greatly improved service for the shippers, according to 
George Hanauer, vice president of the Indiana Harbor Belt Line, 
who testified to that effect on re-direct examination at the hearing 
of Finance Docket No. 1165 before Director Colston and Attorney- 
Examiner Clarke, in Chicago, May 5. The Indiana Harbor Belt is 
controlled by the N. Y. C. and is one of what are known as the 
“outer belt lines” of Chicago. According to Mr. Hanauer, the 
combination of facilities, which would result from the common 
ownership of the two lines which the N. Y. C. proposes to pur- 
chase and the I. H. B., would greatly improve the service to the 
shippers located along the lines of all three. In addition, he said, 
the N. Y. C. contemplates the establishment of modern team 
tracks and new freight houses along the lines of the Chicago 
Junction and the C. R. & I., improvements which the roads under 
their present ownership find it impossible to make. 

The possibilities of re-routing freight more advantageously 
were also touched on by the witness. He pointed out that the 
consolidation of classification operations and the hauling of 
freight with the object in view of doing away with much cross- 
hauling would, in reality, be a step in the direction of the unifi- 
cation of terminals spoken of by Walter Fisher, attorney for the 
Chicago Terminal Commission, on the previous day. 

Luther M. Walter, attorney for several of the other trunk 
lines entering into Chicago, endeavored to show that it would be 
possible to make all the changes for the better suggested by the 
witness without changing the ownership of the properties. Mr. 
Hanauer said, however, that long term trackage arrangements 
were difficult to negotiate since “they are not merely made be- 
cause the roads love each other.” This allusion was made in 
reference to a suggestion that trackage arrangements could be 
made between the Chicago Junction and the I. H. B. for “reason- 
able” compensation, and that the reasonableness would hold good 
regardless of the ownership. 

“You mean then,” said Mr. Walter, when the witness denied 
this, “that you would love the Chicago Junction more if it were 
controlled by the New York Central?” To which the witness re- 
plied in the affirmative. 

This line of questioning continued during the greater part of 
May 6. It became necessary for the director repeatedly to caution 
counsel on both sides, as well as the witness, to make some effort 
to get ahead. Mr. Walter and the other opposing attorneys 
seemed to see in the statement of the witness, that the N. Y. C. 
would probably be accorded the privilege of hauling cars with its 
own engines from certain “gilt-edged” team tracks which it is 
proposed to build on the line of the Chicago Junction, the possi- 
bility that the N. Y. C. might seek an extension of this privilege 
so as to make it possible also to haul freight from industries and 
freight houses with its own engines. 


Mr. Hanauer said the same privilege could not be granted to 
other truck line carriers with regard to the proposed team tracks, 
as such a course would interfere with their regular operation. In 
this the opposition found grounds to assert that the policies of 
the N. Y. C. on the switching lines, if permission were granted for 
it to purchase them, would operate to draw the line hauls from 
their lines to the N. Y. C., because of the better service which that 
line could afford itself. 


BANGOR & AROOSTOOK NOTES AND BONDS 


The Bangor & Aroostook Railroad Company has been au- 
thorized by the Commission to issue conditional sale purchase 
notes of $210,057 in connection with the conditional purchase of 
equipment under the terms of a contract entered into with the 
National Railway Service Corporation. It is further authorized 
to guarantee an obligation of the service corporation to the 
government for a loan of $53,100 and to pledge $100,000 of its 
consolidated refunding mortgage gold bonds with the Secretary 
of the Treasury as security in part for the loan. The loan of 
$53,100 is to be made available for the use of the Bangor & 
Aroostook in the purchase of equipment under the equipment 
trust executed by the service corporation which has heretofore 
been approved by the Commission as an agency to or through 
which loans for equipment may be made by the government 
for the construction and sale or lease of equipment to cal 
riers. 
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FLORIDA FRUITS AND VEGETABLES 


In a report on No. 10892, Railroad Commissioners, State of 
Florida vs. Aberdeen & Rockfish, Director-general et al., opinion 
No. 6828, 61 I. C. C. 438-53, written by Commissioner Daniels, 
the Commission held that the aggregate of the line-haul rates 
and stated refrigeration charges on citrus fruits and vegetables 
from Florida points of production to all the destinations shown 
in Perishable Protective Tariff No. 1, J. E. Fairbanks’ I. C. C. 
No. 6, are not unreasonable except, first, that the line-haul 
charges on vegetables, except celery, are unreasonable in that 
they do not provide, in those instances where a lower minimum 
and higher rate applied than under ventilation, for the alterna- 
tive application of the same rate and minimum as under ventila- 
tion; and second, except that the refrigeraticn charges on fruits 
and vegetables are unreasonable to the extent of 20 per cent of 
the cost-of-ice factor embraced therein. The carriers have been 
directed to revise their tariff within sixty days in accordance 
with the conclusions announced. If that is not done, the com- 
plainants are advised to bring the matter again to the atten- 
tion of the Commission. 

In disposing of the issues raised by the general attack on 
the line-haul and stated refrigeration charges, Commissicner 
Daniels divided his report so as to cover separately the line-haul 
rates, the minimum on vegetables under refrigeration and the 
refrigeration charges. The original complainants were joined, 
by means of interventions, by the Joint Council of the National 
League of Commission Merchants of the United States, the In- 
ternational Apple Shippers’ Association and the Western Fruit 
Jobbers’ Association of America. They joined, however, only to 
the extent of supporting the Florida commissioners with respect 
to refrigeration charges. The whole case proceeded upon the 
assumption that the present rates are those in effect prior to 
August 26, 1920. 

The contention of the complainants with respect to the line- 
haul rates was that the inclusion in the increased refrigeration 
charges made effective from Florida on May 8, 1919, of items of 
cost covering the haulage of ice in bunkers of refrigerator cars, 
and the switching incident to the icing and re-icing of such cars, 
i.e: 1 cent per car per mile and 35 cents per car per switch, 
respectively, resulted in a double charge for these services, for 
the reason that the line-haul rates at that time were high enough 
to, and by operation of law, did, include compensation therefor. 
The elimination of that alleged double charge by a proportionate 
decrease in the haulage charge was sought. 

It was agreed by beth sides that prior to May 8, 1919, the 
refrigeration charges did not include compensation for the haul- 
age of ice and switching. It was argued by the complainant that 
their inclusion in the refrigeration on the date mentioned, simul- 
taneously withdrew them from the haulage rates; and that, 
therefore, the carriers since that date had been and are now 
giving less service for the same amount of compensation. 


As to that contention, Commissioner Daniels said that it 
did not appear that the items of ice haulage and switching en- 
tered into the making of the line-haul rates in the first instance, 
but that regardless of that fact, the charges did not appear to be 
unreasonable except the failure of the carriers to provide a 
rule for alternative application of charges for ventilation service. 

As to the minimum on vegetables under refrigeration, Mr. 
Daniels said the retention of the present basis with the basis 
applicable under ventilation as an alternative would provide the 
carriers with a revenue per car under refrigeration equal to 
that under ventilation and that appeared to have been the re- 
sult sought through the establishment of different minima with 
varying rates. 

As to the refrigeration charges, Mr. Daniels came to the 
conclusion that the cost-of-ice factor was higher than it should 
be by 20 per cent. The conclusion that that factor was unduly 
inflated was reached by the Commission on the testimony of in- 
spectors of the Commission who had made actual tests. The 
carriers, while admitting that the tests made by the Commis- 
Slon’s inspectors might be fairly representative of the period 
i which they were made, argued that the only accurate way 
to arrive at the average amount of ice consumed, would be to 
take the entire movement. The Commission said, however, that 
the record showed that perishables move out of Florida prin- 
Cipally in the winter months. The inspections were made dur- 
ing the winter, so the Commission came to the conclusion that 
the results obtained by the inspectors fairly represented the 
consumption of ice on the traffic. 


JOINT RATES ON LUMBER 


: A fourth report on the question of joint rates between the 
Washington Western and its trunk line connections and con- 
hecticns of the latter, has been written by Commissioner Dan- 
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iels in No. 8167, Three Lakes Lumber Co., et al. vs. Washing- 
ton Western Railway, et al., opinion No. 6823, 61 I. C. C. 408- 
19. The holding in this report that the rates on lumber and 
forest products from points on the Washington Western are 
and were not unreasonable, but that the refusal of the trunk 
line defendants to maintain joint rates on the coast-group basis 
from points on the Washington Western, while contemporan- 
eously maintaining such joint rates on the coast-group basis 
from points in Washington and Oregon on their own branch 
lines, on their proprietary branch lines, or on their independent 
connections, resulted in undue prejudice. 

The order requires the defendants to file tariffs, effective 
on or before August 8, on not less than statutory notice, that 
will remove the undue prejudice. That order leaves them free 
to either abolish the coast-group basis from all branch line 
points or establish them from points on the Washington West- 
ern to destinations on the trunk lines and their connections. 

In the third report on the case, 52 I. C. C. 42, the Commis- 
sion held the rates resulting from the refusal of the trunk 
lines to accord joint rates on the coast-group basis to be un- 
reasonable and unduly prejudicial, and that the complainants 
were entitled to reparation on shipments moving since July 21, 
1913. No order of reparation, however, was entered. 

In this fourth report the Commission holds that the rates 
were and are not intrinsically unreasonable, but unduly preju- 
dicial. The Commission also held that no damage had been 
shown to have resulted from the undue prejudice, although it 
was shown that the complaining lumber companies, with mills 
on the Washington Western, had to absorb the local rates of 
the originating carrier, so as to meet the selling price of lum- 
ber on the coast-group basis in the competitive markets. It 
was so held, because as the report declares, it was not shown 
that the competitors of the complainants on the branch lines, 
with which joint rates were maintained, established or con- 
trolled the price which the complainants could obtain for their 
lumber. Mr. Daniels said that, so far as the record disclosed 
the facts, the complainants would have received the same price 
for their lumber. had the rates of those competitors been the 
same as, or higher than, the rates from complainants’ shipping 
points. 

Commissioner Aitchison concurred in the disposition of the 
case, except in the main point, that of reparation. He is of 
the opinion that the rates were and are unreasonable, and that 
reparation should have been awarded both on that account and 
because of damage to the complainants as a result of the undue 
prejudice found to exist. 

Commissioner Hall concurred in the finding as to reason- 
ableness, but not as to the finding of undue prejudice. In his 
opinion the complaint should have been dismissed. In the dis- 
sent he was joined by Commissioner Potter. Commissioner 
Esch did not participate in the case. 

The Washington Western is a proprietary railroad, which, 
in the Commission’s first report, was held to be a plant facility 
of the Three Lakes Lumber Co. That was in 1913, just about 
the time the Supreme Court was deciding the tap line case. In 
defending themselves, the trunk lines asserted that they had 
never sinned in the way of making joint rates and divisions 
with tap lines as their colleagues in the southwest had, and 
they objected to importing the tap line practice into that part 
of the country. The Commission agreed with them. 

When the tap line decision came out, the Commission had 
to reverse itself and agree that the Washington Western was 
a common carrier. Then the trunk lines filed tariffs naming 
joint rates to destinations on their own rails, but not on the 
rails of their connections. They submitted their tariffs and the 
case on which the third report was founded was thereby initi- 
ated, with the result hereinbefore indicated—namely, a holding 
of unreasonableness, undue prejudice and an award of repar- 
ation. 

In that third report the commission said the trunk lines 
were making rates with common carrier branch lines other 
than the Washington Western and put in the contention of the 
complainants that the Washington Western was the only com- 
mon carrier in that coast group from which they were not mak- 
ing joint rates. On account of errors of fact as to the extent 
of their preference for other branch lines, the Commission took 
up the main complaint in this case and also the formal com- 
plaint, No. 10816, Three Lakes Lumber Co., et al. vs. Director 
General, Washington Western, et al. which also is covered by 
this fourth report. 

The net result is that the Commission has modified its 
former holding that the rates were and are unreasonable into 
a holding that they were and are not “intrinsically” unreason- 
able, but unduly prejudicial, and denying the reparation formerly 
awarded, 
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SWITCHING AT MASON CITY 


An order requiring the carriers to cancel the suspended 
schedules has been made in I. & S. No. 1289, Switching between 
Industries and Connecting Lines at Mason City, Ia., opinion No. 
6836, 61 I. C. C. 479-82, holding that the Minneapolis & St. Louis 
had not justified a proposal to increase, from $2.50 to $5 per 
car, its charge for switching on its line at Mason City and the 
interchange tracks of connecting lines. The schedules were 
suspended upon protest by Jacob E. Decker & Sons. 

Under the Commission’s decision in Ex Parte No. 74, the 
reciprocal switching charge of $2 at Mason City was increased 
to $2.50. On January 20, of this year, the Chicago Great West- 
ern further increased its charge to $5 for interchanging busi- 
ness between its connections and three industries on its line, 
except that the switching charge of $2.50 on beets inbound to 
one of these industries and on traffic to or from the Chicago 
& Northwestern and the Rock Island was not increased. The 
rules of the carriers generally provide for the absorption of con- 
necting lines’ charges at-Mason City where the freight charges 
are not less than certain prescribed minima. The effect of the 
proposed increase by the M. & St. L. would fall principally on 
Jacob E. Decker & Sons, because they receive a considerable 
portion of their live stock from nearby stations at a total charge 
for the line-haul which yields less than the prescribed minimum 
revenue after the absorption of switching charges. 

The M. & St. L. submitted figures which the Commission 
said tended to show that its operation during the past two years 
have been unprofitable. The figures, however, the Commission 
said, were of little value in this proceeding. It said that the 
switching charges at Mason City might be too low but the record 
afforded no sufficient basis for determining what charges would 
be reasonable. 


CHEMICAL RESIDUE IN TANK CARS 


On reargument in No. 10567, New Jersey Zinc Co. et al. vs. 
A. T. & S. F., Director-general et al., opinion No. 6826, 61 I. C. C. 
432-4, the Commission suggested a new rule for the handling 
of parts of the lading of acids and other liquids left in tank 
cars by the consignees and returned to the consignors, as 
follows: 

“If tank cars are not completely unloaded at destination, 
and the remainder of the lading is returned in the same car 
to the original shipping point, the weight thereof must be de- 
clared by the receiver, and the rating applicable on the same 
article in less-than-carload quantities in bulk in barrels shall 
apply, the charge not to exceed the charge for a carload of the 
same freight in tank cars; except that if no commercial con- 
sideration is given to the remaining substance, by means of a 
credit allowance or otherwise, or the substance is removed from 
the car and discharged as waste before a subsequent shipment 
is made therein the weight thereof need not be declared, and no 
charge shall be made therefor.” 

This complaint was brought because, in the original report 
in’ this case, 57 I. C. C. 201, the Commission held that the present 
rule in the Consolidated Classification covering the return of 
such left-over lading had not been shown to be urreasonable or 
unduly prejudicial. The complainants called attention to the fact 
that the Commission had not disposed of the issue relating to 
the transportation of chloride of zinc remaining in tank cars 
returned to original loading points; and that the defendants’ 
rule is “too vague and indefinite to admit of proper qualifica- 
tion.” 

The question principally discussed upon reargument was 
the alleged vagueness of that part of the rule having reference 
to “commercial consideration given to the substance by the 
shipper or consignee.” The report of the Commission said the 
testimony established that in making settlement with the con- 
signee, complainants ordinarily make no deduction from the 
invoice price when the substance remaining in the ear is less 
than 500 pounds in weight, but a credit is given when the weight 
is 500 pounds or greater. 

Because of the conflict of opinion as to what constituted 
a commercial consideration, the Commission said the rule was 
open to criticism on the ground of indefiniteness and that it 
should be clarified by the publication of the rule hereinbefore 
set forth. 


DEMURRAGE ON COAL AND PULPWOOD 


A finding of unlawfulness and an award of reparation as 
to demurrage charges has been made in No. 11301, Union Bag & 
Paper Corporation vs. Director-general, opinion No. 6825, 61 I. 
C. C. 424-31. The Commission held that demurrage charges 
assessed on seven carloads of coal were unlawful; that the 
charges on cars held short of destination at Port Henry, Crown 
Point, Saratoga, Fort Ticonderoga and Whitehall, N. Y., were 
lawful, but that credit should be given to complainant for the 
time necessary to transport the cars so held from the point of 
constructive placement to the point of actual placement; 
the thirty-two cars of pulpwood received by the defendant, 
Delaware & Hudson, on July 30, were placed by it con- 
structively at a time when the complainant had facilities to 
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receive them; and that demurrage on such cars did not layw.- 
fully begin to accrue until August 3, 1918; that the demurrage 
charges collected on all other cars embraced in the issue were 
unlawful to the extent that the charges alleged exceeded those 
that would have accrued had cars been delivered at the rate of 
55 per day for the period subsequent to August 9. The Com. 
mission will hold the case open 90 days to permit an agreement, 
if possible, between the complainant and the defendant, as to 
the disposition of the demurrage charges. 

The complaint grew out of the fact that on August 1 there 
was a fire in the plant of the bag company near Fenimore Siding, 
N. Y. The Delaware & Hudson without request from the com. 
plainant began holding cars at Junctions 50 and 60 miles from 
the billed destination. It also held seven cars of coal, which 
were billed prior to August 21, on the assumption that the em. 
bargo declared by the local fuel administrator applied to them. 
The Delaware & Hudson held the seven ears under constructive 
placement. 

The Commission, in a report written by Commissioner 
Aitchison, held that that holding of cars of coal was without any 
authority whatever. It also held that it was the duty of the 
Delaware & Hudson to have informed itself as to the ability 
of the complainant to receive cars while its tracks and plant 
were undergoing repairs necessitated by the fire instead of act- 
ing upon the assumption that the complainant could not handle 
any more cars than were actually tendered to it at its plant 
at Fenimore. 


In a report on No. 11439, Swift & Co. vs. Director General, 
as agent, opinion No. 6830, 61 I. C. C. 457-8, the Commission held 
that it was unreasonable for the director-general to impose higher 
rates on peanut and soya-bean oil solidified, in bags, than the same 
kinds of oil in barrels, not solidified, and ordered reparation on 
shipments from Atlanta on 94 carloas shipped between January 
1, 1919, and September 8, 1919. The same rates were applied from 
and after September, 1919, although the request therefor was 
made in April, of that year. 

Solidified oil in bags loads heavier than liquid oils in barrels, 
the former weighing between 40,000 and 50,000 pounds, while the 
liquid oil in barrels gives a carload loading of only about 30,000 
pounds. Reparation is to be made to the basis of the subse- 
quently established rates. Prior to June 25, 1918, the solidified oil 
was rated 17 cents per 100 pounds higher from Atlanta to Mem- 
phis than liquid oil. 


RATES ON COTTON 


Application, to carloads of uncompressed long staple cotton, 
of the any-quantity second class rate east of St. Louis, to ship- 
ments moving from the Salt River Valley, in Arizona, to Boston, 
Mass., and Chester, Pa., in 1918 and 1919, resulted in the im- 
position of unreasonable rates on that commodity. The Com- 
mission has so held, in a report .on No. 10948, Southwest Cotton 
Co. vs. Arizona Eastern et al., opinion No. 6833, 61 I. C. C. 467-72, 
written by Commissioner Eastman. An award of reparation was 
made. 

In the season of 1918-19, the complainant shipped nearly 
11,000,000 pounds of the very valuable cotton, from points in 
the Phoenix group, to Boston and Chester. The legally applica- 
ble rates to Boston ranged from $2.135 to $2.53 per 100 pounds, 
on June 24, 1918, to December 30, 1918; to Chester from $2.055 
to $2.48. On December 31, 1919, the rate tc Boston was reduced 
to $1.835 and $1.765 to Chester. Since that time they have been 
increased one-third, in accordance with the Commission’s deci- 
sion in Ex Parte No. 74. 

Commissioner Eastman said the volume of the complainant's 
shipments clearly entitled it to a carload commodity rate on 
uncompressed cotton, which is the only kind it shipped, when 
it was able to have its instructions followed. Those instruc 
tions, noted on the bills of lading, were not to compress 1 
transit. Compression is said to damage the long staple cotton 
grown in Arizona and California, so the rule applicable in the 
areas in which the short staple cotton is grown are not enforced 
against the long staple, when the shippers of that kind of fiber 
are able to persuade carriers to follow instructions. Some of 
the shipments involved in this complaint were compressed not- 
withstanding instructions. Instructions were omitted from the 
bills of lading covering some of the cars. They were disre- 
garded as to the lading in some of the cars. As to all shipments 
compressed in transit, the Commission said the complainant 
was entitled to the rate on compressed cotton. ; 

The absence of carload commodity rates east of St. Louls, 
Commissioner Eastman said, seemed to be the cause of the 
complainant’s trouble. There being no carload commodity rates 
on uncompressed cotton east of that point, the second class 
any-quantity rate became a factor in the through charge, on the 
entire volume of nearly 11,000,000 pounds. 

The Commission said the complainant was entitled to 4 
carload rating in the season of 1918-19, with a minimum 0 
24,000 pounds, at the rates that have been in effect since Decem 
ber 31, 1919, namely, $1,835 to Boston and $1.765 to Chester, and 
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reparation down to those rates on shipments moving prior to 
the effective date of the rates approved as reasonable. The 
average loading of the cars involved in the complaint was 31,000. 

Question as to the relationship of rates between compressed, 
uncompressed and transit cotton was raised, but Mr. Eastman 
said there was no reason for passing on the subject in this 
case, because the complainant is and was interested only in the 
carload rates on uncompressed cotton. In the short staple cot- 
ton areas the spread between compressed and uncompressed 
cotton is ten or fifteen cents, the difference representing the 
cost of compression. 


MEATS BETWEEN FLORIDA POINTS 


In a report on I. and S. No. 1278, Fresh and Salted Meats 
between points in Florida, opinion No. 6832, 61 I. C. C., 461-66, 
the Commission held that the proposal of the carriers to in- 
crease the proportional rate on fresh meats, in carloads, from 
Jacksonville and Florida Transfer to Tampa and other points 


in Florida, from 27 to 50 cents, had not been justified, 
put that the increases on other kinds of meats had been 
justified. It held that the rate on fresh meat might be in- 


creased to not more than 39.5 cents. The order to cancel 
the suspended schedules is subject to the condition that the 
railroads may file new schedules making an increase to not 
more than 39.5 cents. 

This increase was to have been brought about by the can- 
cellation of a proportional commodity rate of 27 cents, applicable 
on fresh meats originating in Western: Classification territory 
and the substitution therefor of the fourth class proportional 
of 50 cents. At the hearing the protestants did not object to 
raising the rates on salted meats to the fourth class basis. They 
objected to the increase on fresh meats largely on the ground 
that, if and when so increased, the proportional would be out 
of line with rates to Eastern territory. The Commission agreed 
to that. 

The 27 cent proportional was established originally to meet 
the competition of lines to New Orleans and water transpor- 
tation from that point into Florida. 


RATES ON COAL AT HILLSBORO, ILL. 


The Commission has dismissed No. 10633, Schram Glass 
Manufacturing Co. vs. Director General, opinion No. 6827, 61 
I. C. C., 435-7, holding that a rate of 30 cents per net ton on 
coal shipped between June 25 and November 20, 1918 from one 
point to another in the switching district of Hillsboro, IIll., was 
not unreasonable. The Commission said that no allegation of 
undue prejudice was made, and that the comparisons of rates 
for short distance movements at other places on the rails of 
the Big Four, the carrier against whom the complaint was 
leveled, were not persuasive as showing the unreasonableness 
of the 30-cent rate. The present rate is 14 cents. Prior to 
June 25, 1918, it was 10 cents. The Commission said that none 
of the facts show that the 30-cent rate during the time of its 
existence was unreasonable. 





RATES ON LOGS FROM BALTIMORE, MICH. 


The Commission, in a report on I. and S. No. 1268, logs from 
Baltimore, Mich., to Oconto and Stiles, Wis (mimeographed, 
without opinion number or paging, April 29), held not justified 
Increased rates on logs from Baltimore, Mich., to Stiles and 
Oconto, Wis., when for manufacturing and reshipment over the 
lines of the Chicago, Milwaukee & St. Paul, to the extent pro- 
posed. The decision is without prejudice to the right of the 
Milwaukee and its connection, the Duluth, South Shore & Atlan- 
tic, to establish rates of 7, 5 and 8 cents respectively, The present 
rate is $5.40 per 1,000 feet. They propose to change that to 
10 cents per 100 pounds, minimum 50,000 pounds. 


POTATOES, ALFALFA MEAL, AND BAGS 


In a report by Commissioner Meyer on No. 11211, S. J. 
Hawkins, doing business under the name of the Rupert Milling 
Co., and S. J. Hawkins vs. Oregon Short Line, Director-general 
et al., opinion No. 6835, 61 I. C. C. 475-8, the Commission held 
that the rates on potatoes from Rupert, Ida., to Albuquerque, 
N. M., and on alfalfa meal from Rupert to destinations in Utah, 
Oregon, Nebraska Missouri, Illinois, Tennessee, New York, and 
Virginia were not unreasonable at the time the shipments moved 
in February, 1919. The Commission held that the rate on second 
hand burlap bags from San Francisco to Rupert was unreason- 
able to the extent that it exceeded $1.765 and ordered repara- 
tion to that basis. The carriers charged a combination of $1.93. 

RATE ON NITRATE OF SODA 

A holding of unreasonableness and award of reparation and 
‘n order to establish reasonable rates for the future have been 
— in No. 11680, King Powder Co. et al. vs. Baltimore & Ohio, 

irector-general et al., opinion No. 6831, 61 I. C. C. 459-60, as 
- begge on nitrate of soda from Norfolk and Baltimore to Middle- 
a k psn Kings Mills and Morrow, O. On the authority 
os “i vommission’s decision in General Chemical Co. vs. Di- 
ctor-seneral, 57 I, C, C, 222, the Commission held that the 
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assailed rates were, are and for the future will be unreasonable 
because and to the extent that they exceeded, exceed or may 
exceed 25.5 cents per hundred pounds subject to the increases 
allowed on August 26, 1920. The carriers are required to estab- 
lish the rates of 25.5 cents on or before July 5. 


RATE ON SULPHURIC ACID 

The Commission in No. 11252, Virginia-Carclina Chemical 
Co. vs. Director-general as agent, opinion No. 6834, 61 I. C. C. 
473-5, has held unreasonable rates on sulphuric acid from Char- 
lotte, N. C., to Greenville, S. C., and Selma, N. C., during federal 
control. Reparation is to be awarded to the basis of $2.20 to 
Greenville and $2.30 to Selma. The complainant paid sixth 
class rates of $2.41 and $2.70 per net ton. The lower rates men- 
tioned were commodity rates established after the movement. 


RATE ON COCOANUT OIL 


On further hearing in No. 10588, Southern Cotton Oil Co. 
vs. Southern Ry., Director-general et al., opinion No. 6829, 61 
I. C. C. 454-6, the Commission held unreasonable a rate of 21 
cents on cocoa nut oil in tank cars from Charleston, S. C., to 
Savannah, Ga., to the extent that it exceeded 16 cents, and also 
unduly prejudicial to the extent that it exceeded the rate con- 
temporaneously applicable on cottonseed oil in tanks. The Com- 
mission held that the resulting damage was caused by the un- 
reasonableness of the rate and not the undue prejudices. The 
report also covers sub number 1 Same vs. Same, and No. 10589 
Same vs. Director-general et al. : 


VALUATION REPORTS 


The Trafic World Washington Bureau 


Counsel for the Kansas City Southern Railway Company 
and the Los Angeles & Salt Lake Railroad Company have filed 
with the Commission motions asking the Commission to amend 
its supplemental tentative valuations on those properties. (See 
Traffic World, April 9, p. 779.) 

In asking a further supplemental valuation in the case of 
the Kansas City Southern, counsel aver that the tentative valu- 
ation served by the Commission did not contain any analysis 
of the methods of valuation employed in the determination of 
a single sum value, or any statement of the reasons for any 
differences between such final value and the cost values, and 
that therefore the Commission failed to comply with the terms 
of the valuation act. 

“The effect of this failure and omission is to leave the 
earrier without any knowledge whatsoever of the methods of 
valuation that have been employed and of the rules, principles 
and processes that have been used by the Commission and 
Division L thereof in reaching the final valuation, or of the 
reasons for the differences between the final values and the 
cost values,” counsel say. “The carrier has thus been deprived 
of the right given it by said valuation act to protest against 
the rules, principles, methods and processes that have been 
employed in the valuation of its properties, if, on being advised 
of such rules, principles, methods and processes, it should de- 
sire to protest against the same and support its protest in 
the manner provided in said act.” 

As an illustration of the omission of the Commission to 
comply with the terms of the valuation act. it is averred that 
the final value fixed by the Commission on the company’s prop- 
erty is less than the cost of reproduction new, as computed 
by the Commission, and in excess of the cost of reproduction 
less depreciation, as computed by the Commission. 

“But it is nowhere stated by what method or process said 
value has been reached, or of the reasons for said differences,” 
counsel say. “The carrier is entitled, under the express terms 
of the valuation act, to know what elements or factors, if any, 
have been added to cost of reproduction less depreciation to 
reach the figure stated, and likewise to know the elements and 
the factor, if any, which have been deducted from cost of re- 
production new in order to reach the figure stated. Until this 
information is given it, it can not intelligently prepare and file 
its protest.” 

It is further averred that the final value stated by the Com- 
mission is an “arbitrary and artificial sum, determined by some 
undisclosed process, and bearing no relation whatever to com- 
mercial or pecuniary value, and is not a compliance with the 
law.” It is asked that the valuation report be amended to show 
such commercial or pecuniary value. 

Counsel] for the Los Angeles & Salt Lake filed a motion 
asking that the Commission amend its valuation renort in the 
case of that carrier for the reasons set forth in the Kansas City 
Southern motion, and also filed a protest against the valuation. 
In the protest it is averred that while the Commission placed 
a value of $45,871,093 on the company’s property owned and 
used, and used but not owned, the said value was not less 
than $70.000,000 and should be so found and reported by the 
Commission. The company also protests on the ground that 
the Commission failed to show, as required by law, an analysis 
of the methods of valuation employed in finding the value so 
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reported. Other figures of value stated by the Commission are 
attacked as “inconsistent figures.” It is further alleged that 
the amounts reported as “excess cost of acquisition of the car- 
rier lands over the present so-called naked land value thereof,” 
are “unjustly and unreasonably low, and do not represent the 
full excess cost of acquisition.” The total “excess cost” re- 
ported by the Commission in this case was $2,504,509, and the 
carrier contends such excess cost should be reported, on the 
basis of the naked land value found by the Commission, at not 
less than $3,651,505, and on the basis of the “true naked land 
value, at not less than $4,205,126.” 

In its motion made public May 4, and filed with the Com- 
mission, asking for information as to how the Commission ar- 
rived at the final valuation of its property, the Kansas City 
Southern stated it needed this information to enable it to pro- 
test against the finding. On May 5, however, the Commission 
made public the protest of that carrier against the valuation re- 
port in its case. 

The protest attacks the finding of the Commission as “incom- 
plete and wholly unwarranted.” It is set forth that the carrier 
submitted evidence in good faith tending to prove that the total 
value of its properties was from $75,000,000 to $80,000,000, upon 
the theory that “the value of railway property results from the 
use to which it is put and varies with the profitableness of that 
use, present and prospective, actual and anticipated,” as stated 
by the Supreme Court of the United States in Branson vs. Bush, 
251 U. S., 181. The Commission fixed the final value of the total 
property used by the Kansas City Southern system at $43,137,502. 

The company alleges that the Commission “wholly ignored 
the earning power of the carrier, present and prospective, as the 
most important if not controlling factor in reaching its determina- 
tion of the value of its properties.” 

“The values stated in the tentative final valuation do not pur- 
port to be more than an arbitrary figure,” it is alleged, ‘some- 
where between cost of reproduction news (as computed by the 
Commission) and cost of reproduction less depreciation (as com- 
puted by the Commission) of the physical properties of the car- 
rier. They are apparently intended to apply only to physical 
properties and to exclude intangible value of any substantial 
amount. The Commission appears to have adopted some arbitrary 
and artificial formula which applies equally to all railroads, 
wholly irrespective of their earning capacity or earning power, 
the same value per mile being assigned to a bankrupt road as is 
assigned per mile to a prosperous road, in so far as their esti- 
mated cost of physical reproduction may be the same. 

“The carrier protests that the sum thus reached and called 
‘value’ in the tentative final valuation, is not value in its true 
sense, as that term is used in the valuation act, but that, on the 
contrary, the true value of the carrier’s properties should be de- 
termined by its earning power, present and prospective, actual and 
anticipated, under reasonable rates prescribed by law, and that 
this factor or element of value has been wholly ignored by the 
Commission.” 

The company further protests that the Commission appar- 
ently ignored. the stock-and-bond value of the carrier’s properties. 
In the five-year period preceding the valuation date, June 30, 
1914, it is averred that the market prices of all railroad stocks 
and bonds were unduly Jow, but that the aggregate market value 
of the company’s outstanding stocks and bonds averaged over 
$62,000,000 in that period. 

“Inasmuch as market prices during the period named were 
unduly low,” it is averred, “it is reasonable to conclude that the 
true value of the carrier’s properties on valuation date was 
materially and substantially in excess of $62,000,000. The carrier 
protests against the aggregate value stated in the tentative final 
valuation, which is approximately $13,000,000 less than said un- 
duly low stock-and-bond value, as arbitrary, unreasonable and 
wholly unsupported by the evidence in this proceeding.” 

The company also attacks the finding of the Commission that 
the reproduction cost of its total carrier lands used is $3,467,182 
on the ground that the cost of acquisition of the lands, exclusive 
of interest, taxes and incidental cost of acquisition, is not less 
than double the so-called present value of said 'lands as deter- 
mined by the Commission. 


Motions asking correction and amendment of the tentative 
final valuation reports on the properties of the Atlanta, Birming- 
ham & Atlantic Railway Company and the Winston-Salem South- 
bound Railway Company have been filed with the Commission. 

It is alleged in both motions that the tentative valuations 
“are insufficient, and incomplete, both in form and in substance, 
and are not in accordance with law, and that in advance of the 
carrier being called upon to protest against them, and in order 
that it may intelligently protest against them, they should be 
amended and corrected,” so as to include certain statements 
alleged to be required under the valuation act. 

One of the requests made in the motions is that the Com- 
mission submit “a statement of the probative effect given to the 
reported excess cost of acquisition of carrier lands in the de- 
termination of the final value reported.” This refers to the 
element of value which the Commission was directed by the 
Supreme Court in the Kansas City Southern case to ascertain 
and report as provided by the valuation act, but which Director 
Prouty of the Commission’s bureau of valuation, Chief Counsel 
Farrell of the Commission, and John E. Benton, general solicitor 
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of the National Association of Railway and Utilities Commis. 
sioners, have declared would not be worth anything in determin. 
ing final value. 

After the Supreme Court’s decision in the Kansas City South. 
ern case, there was a good deal of conjecture as to whether the 
final value of any carrier’s property, as determined by the Com. 
mission, would be increased by the Commission giving considera. 
tion to the “excess cost of acquisition of carrier lands,” or stated 
in other words, the cost of reproduction of carrier lands. Counse| 
for the Kansas City Southern contended the final value would 
and should be increased as the result of the Supreme Court's 
mandate to the Commission. Now the carriers are asking the 
Commission to state just what effect the reported excess cost 
of acquisition had in the determination of the final value. 


CHANGE IN CONFERENCE RULING 


The Trafic World Washington Bureay 


The Commission is expected to withdraw its conference 
ruling of April 8, which, if followed, would cause it to say it 
had not jurisdiction over the applications of the New York 
Central to take the necessary steps to acquire the Union Stock 
Yards Railroad at Chicago. At the argument on the matter 
April 28, every lawyer who discussed the subject disagreed with 
the Commission. Such unanimity of agreement or disagreement 
has never before been known in any matter of weight before the 
Commission. 

Director Colston has resumed hearings on the subject at 
Chicago and he is expected to take enough of the kind of testi- 
mony which Walter I. Fisher, former secretary of the Depart- 
ment of the Interior, in behalf of the Chicago terminal commis. 
sion, desired to offer, to be able to inform the Commission as 
to the views of Chicagoans as to what should be done about or 
with the most important terminal property in that city. 

Those parts of the first section of the interstate commerce 
law which empower the Commission to control the issuance of 
securities and the extension and consolidation of railroads are 
expected to give the Commission many days of anxious thought, 
especially when the financiers begin trying to avoid coming to 
it with plans they have made for handling changes in the owner. 
ship of properties made necessary by financial troubles into 
which carriers are falling by reason of the now disappearing 
slump in business. The failure of estimates in the making of 
rates, accurately to foreshadow the trend of events after the 
termination of federal control] and the six months succeeding, 
during which Congress expected the managers of railroads so 
to adjust their affairs, tangled by federal control, that the trans- 
portation system of the country could return to the basis in 
existence prior to the taking over of the property of the railroad 
companies, has also contributed to the situation making re 
organizations desirable. 

In the reorganization of the Rio Grande, its acquisition by 
the Western Pacific holding company, and the organization of 
the Rio Grande Western, the financiers made up a bundle of 
questions the answering of which, it is believed, will require 
great care by the Commission. 

The most patent fact in connection with the reorganization, 
so far as the Commission is concerned, is the creation of the 
holding company which, if allowed to carry out its plans, will 
bring about a consolidation of the old Rio Grande and the West- 
ern Pacific. 

One of the questions raised by the proposed issue of securi- 
ties—whether a holding company shall be allowed to issue stock 
without par, without dividend obligation, and without liability— 
is novel. The fundamental question is as to whether the hold 
ing company, not being engaged in transportation as a commol 
carrier, but owning the stock of two common carrier companies, 
needs a certificate from the Commission. But if it does not, 
then, it has been suggested, the company will have power ove! 
carriers subject to the act, without check by the Commission. 

On account of the multitude of questions that have herell 
been suggested, it is believed, the Commission will find it de 
sirable to withdraw its conference ruling, so as to keep as much 
of a rein on the whole subject as it can use, at least until it has 
made a more thorough examination of the question than was 
the fact when it made the ruling. 





APPLICATION FOR EXTENSION 


The Illinois Terminal Railroad Company has applied to the 
Commission for authority to construct an extension of its line 
of railroad from Le Claire, Madison county, to O’Fallon, St. 
Clair county, all in Illinois, a total distance of about 14 miles. 
Construction of the extension would enable the applicant ™ 
connect with and interchange traffic with the Illinois Centr’, 
the Pennsylvania, the B. & O., and the L. & N., and would 
develop and afford an outlet for the coal and other properties 
adjacent thereto and in the vicinity thereof, according to the 
application. For many years, the company states, it operated its 
trains over the tracks of the St. Louis & Illinois Belt Railroa 
Company from Le Claire to Formosa Junction in Madison county 
and thus made connection with the I. C. and Pennsylvania. haar 
contract has been terminated and the St. Louis and _ IIlino! 
Belt, it is stated, declines to enter into a new contract, 
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REFINED OIL TO BOWLING GREEN, KY. 


A finding of unreasonableness and undue prejudice and an 
yard of reparation have been recommended to the Interstate 
commerce Commission by Examiner Howard Hosmer, in a 
report on No. 12053, Pure Oil Company vs. Chesapeake & Ohio, 
Director General, et al., as to a combination rate of 41 cents 
m refined oil from Cabin Creek Junction, W. Va., to Bowling 
green, Ky., in effect on December 20, 1918. 

The point in the case was that, after June 25, the com- 
hination rate from Cabin Creek to Bowling Green was 9 cents 
higher than before that day, contrary to the rule which the 
Railroad Administration promulgated in Freight Rate Authority 
No, 96, commuting the 20 per cent advance on petroleum and 
its products to a specific of 4.5 per 100 pounds. The complain- 
ant called attention to the fact that the rates from Falling Rock, 
louisville, Wood River, Whiting, Baton Rouge and Oil City 
were increased only 4.5 cents, while Cabin Creek, in competi- 
tion with the refineries at the points mentioned, was required 
to pay a double increase. The Examiner was not impressed 
with the double increase argument standing by itself, but he 
came to the conclusion that it was unreasonable and unduly 
prejudicial to put Cabin Creek at such a disadvantage with other 
refinery points. 

The Director General, in arguing the case, said that the 
loss falling on the complainant was not due to any violation 
of the law, but to the voluntary act of the complainant in re- 
funding to its customer the difference in the increase from 
Cabin Creek in comparison with the increase from other refin- 
ery points. It made that refund so as to hold its customer. The 
Examiner said that the argument was not sound at all. He said 
it was not disputed that the complainant was a party to the 
transportation action and bore the burden of the extra increase. 

“Whether it was legally obliged to do so (make refund), 
or was actuated solely by considerations of commercial policy, 
is immaterial. On the facts shown the complainant was the 
oily person to whom reparation could be legally awarded,” said 
the Examiner. 

The amount of money involved in the case, a few cents 
less than $25, was nothing in comparison with the question 
whether the complainant could be held to have borne the freight 
charges when it sold the oil F. O. B. refinery and then refunded 
the differences in increases so as to hold the customer, The 
Examiner did not discuss the question beyond the statement 
that it was immaterial. Before saying that, however, he called 
attention to the fact that the Cabin Creek refinery was in com- 
petition with one at Falling Rock, that Cabin Creek is 1.5 miles 
nearer Bowling Green than Falling Rock, and that prior to June 
25, the rate from Cabin Creek was half a cent lower than from 
Falling Rock. After that day the rate from Cabin Creek was 
{cents higher than from Falling Rock. Therefore he concluded 
that the rate from Cabin Creek was both unreasonable and un- 
duly prejudicial. 


RATES ON COAL FROM TENN. MINES 


As seen by Examiner J. Edgar Smith, rates on coal from 
mines in Tennessee served by the Tennessee Central to Nash- 
ville, and from mines in western Kentucky served by the Louis- 
vile & Nashville, also to Nashville, in various periods in 1918. 
Therefore he has recommended the dismissal of the complaints 
and parts of complaints that the rates to Nashville were unrea- 
sonable and unduly prejudicial, bracketed with No. 11287, Traffic 
Bureau of Nashville, et al. vs. Louisville & Nashville, Director 
General, et al. The cases joined with the one mentioned are 
No. 11523, City of Clarksville, Tenn., et al. vs. L. & N., Director 
General, et al.; No. 11562, Walter Cain, special auditor of the 
state of Tennessee vs. L. & N., Director General et al., and 
No. 11562 (sub-No. 1), Railroad and Public Utilities Commis- 
sion of Tennessee vs. Director General. 

Smith recommended, however, a holding that the rates on 
coal to Clarksville from mines to Western Kentucky served by 
the Louisville & Nashville be held unreasonable because and 
lo the extent that they exceeded those contemporaneously in 
effect from the same mines to Nashville and that reparation 
be awarded on all shipments from those mines to Clarksville 
moving after November 6, 1919. 

While the complaints look complicated, Smith treats them 
a really involving only two questions—namely, whether the 
rates of $1.30 from mines on the Tennessee Central, in effect 
from June 25, 1918, to October 28, 1919, and $1.20 in effect from 
the same mines to the same destination to the end of federal 
Control were just and reasonable, and second, if not, should 
reparation be ordered. In the final analysis he concluded that 
the question of reparation was the only one really in issue. 
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The only unusual feature of the case was that presented 
by the fact that for the first time the rates on coal from mines 
in eastern Tennessee, via the Tennessee Central, to Nashville, 
were directly before the Commission. The rates on coal from 
mines in western Kentucky to Nashville were often before the 
Commission prior to the beginning of federal control. 

It was stipulated between the parties that the Clarksville 
case should turn on the Nashville feature of the case. 

As a result of the Commission’s decision in the fifteen per 
cent case, and Nashville Traffic Bureau vs. L. & N. 28, I. C. C. 
533, and 53 I. C. C. 27, certain differences in rates from the 
fields competing for the trade at Nashville and Clarksville ex- 
isted on June 24, 1918, the day before General Order No. 28 
became effective. The differences in rates were not differen- 
tials, but reflected commercial and carrier competition at Nash- 
ville, and in theory the differences were produced by the volun- 
tary acts of the highly competitive carriers. 

On the day before Director General McAdoo’s order No. 
28 became operative, a rate of 90 cents prevailed from mines 
in western Kentucky served by the L. & N. The same rate 
applied from the mines in eastern Tennessee served by the 
Tennessee Central, From Illinois Central mines in western Ken- 
tucky, and from mines in Alabama .and Tennessee on the Nash- 
ville, Chattanooga & St. Louis, the rates were ten cents higher. , 

The complainants tried to make the case turn on an inter- 
pretation of General Order No. 28, but the Examiner said that 
that way of proving the reasonableness of a rate or rates, was 
disposed of in the Parlin & Orendorff and other cases long ago. 

At the hearing it was agreed that, the extent that the rates 
from the western Kentucky mines on the L. & N. to Clarks- 
ville exceeded the rates to Nashville, they were unreasonable 
and that reparation should be made. 


RATES ON LIQUID GAS CONDENSATES 


Assistant Chief Examiner Ulysses Butler, in a tentative re- 
port on No. 10966, Southern Carbon Co. vs. Arkansas & Louisiana 
Midland Railway, Director-general, et al., has recommended a 
holding that the rates on gasoline from Fairbanks, Spyker, 
Guthrie and other points in Louisiana, in the so-called Monroe 
District, to Baton Rouge and New Orleans, via interstate routes, 
and to Vicksburg, Memphis, St. Louis. E. St. Louis, Cairo, Chi- 
cago, Cincinnati, Columbus, Cleveland, Toledo, Pittsburgh, Balti- 
more and New York were and are unreasonable. He has also 
recommended reparation on shipments from Spyker, Fairbanks 
and Guthrie to Toledo. The report also covers No. 11008 and 
INo. 11246, Same vs. Alabama & Vicksburg, and parts of fourth 
section applications €01 and 632. 

The question at issue in this case was as to whether ab- 
sorption process gasoline is really a gasoline. The railroads con- 
tended that the commodity was not gasoline as the term is com- 
monly understood. The Commission’s regulations for the trans- 
portation of dangerous articles provide that when liquid con- 
densates from natural gas are made either by the compression or 
the absorption process, alone or blended with other petroleum 
products are of vapor pressure at 100 degrees F., not exceeding 
10 pounds per square inch, they must be described and shipped 
as gasoline or as casing-head gasoline; and when the vapor 
pressure exceeds 10 pounds per square inch, they must be shipped 
as liquefied petroleum gas. Butler said that the testimony 
showed that the product that was shipped would come within the 
definition of gasoline. He further pointed out that under the 
decision of the Aiken Gasoline Co. vs. Director-general, 57 I. C. C. 
133, gasoline and liquefied petroleum gas should take the same 
rate. 

The carriers imposed the full fifth class rate on the ship- 
ments of the products of the natural gas gasoline plants in the 
Monroe district instead of giving it the genefit of the lower 
commodity rates. They contended that fifth class under the 
conditions of this case would not be out of proportion to the 
service performed. 

Butler said the Commission should find that the commodity 
in question was gasoline; that reasonable rates on gasoline from 
the so-called Monroe District should not have exceeded the rates 
on gasoline contemporaneously in effect from Shreveport and 
that the present rates from and to the points in question are and 
for the future will be unreasonable to the extent that they ex- 
ceed or may exceed the rates contemporaneously in effect on 
gasoline from Shreyeport to the same destinations. With respect 
to Baton Rouge and New Orleans, the finding relates only to 
rates over interstate routes. 

No action was necessary on the fourth section applications 
because defendant showed that Spyker, Fairbanks and other 
points of origin are not intermediate to Shreveport via any of 
the routes over which the rates applied. 





THE 


KEROSENE AND GASOLINE 


A recommendation that a rate of 22.5 cents on kerosene and 
gasoline from Lexington, Ky., to Cincinnati, in effect from Janu- 
ary 29 to February 1, 1920, be held unreasonable has been made 
in No. 12048, Moore Oil Refining Co. vs. Cincinnati, New Orleans 
& Texas Pacific, director general, et al., by Examiner Howard 
Hosmer. He thinks that rate, the full fifth class, should be 
held unreasonable because and to the extent that it exceeded 
a rate of 14.5 cents contemporaneously in effect from points 
on the McRoberts branch of the Louisville & Nashville to Cin- 
cinnati. Four days after the last of the shipments mentioned 
in the complaint were made, the 14.5 cent rate was established 
from Lexington to Cincinnati. 

The gasoline and kerosene involved in this complaint origi- 
nated at a new refinery at Lexington. It asked the railroads, 
before it began shipping to establish the 14.5 cent rate, but it 
was not published until after shipments began being made. 
The claim of undue prejudice was founded on the fact that the 
14.5 cent rate applied from Pryse, on the L. & N. The director 
general tried to justify the imposition of the full class rate on the 
ground that the 14.5 cent rate was an experiment, and that full 
class rates on oil were not uncommon in the south. 

Another argument made was that the complainant could 
have bought gasoline and keresone at Wyse instead of Lexing- 
ton, and thus have avoided the high rate from that point. 
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COMMUTATION FARES AT NEW ALBANY, IND. 


In a report to the Commission on No. 12018, City of New 
Albany, Ind., and Robert W. Morris vs. Louisville & Northern 
Railway & Lighting Co., Examiner Myron Witters recommends 
that the interurban electric defendant be required to establish 
a commutation fare of 8 cents. At present the fare is 10 cents 
for a single trip. The complainants asked for a straight fare 
of 7 cents. The examiner recommended a holding that the 10- 
cent fare be held not unreasonable except and insofar as it is 
not coupled up with an offer of a commutation fare of 8 cents. 
The present single trip fare was raised from 7 to 10 cents last 
November. The examiner said that one-third of the increase of 
three cents was being paid to the Louisville Railway Company 
without any showing that that company was entitled to an in- 
creased rental for the use of its tracks and power. 





Examiner Howard Hosmer has recommended the dismissal 
of No. 12019, Ault & Wiborg Co. vs. Chicago, Milwaukee & St. 
Paul, et al., on a holding that the rates on newsprint, book and 
writing paper, in carloads, from Ladysmith, Wis., Kalamazoo, 
Mich., and Hamilton and Urbana, O., to Tacoma, Wash., and 
Vancouver, B. C., for export to China, in the period from De- 
cember 5, 1918, to February 27, 1919, were not unreasonable 
or otherwise unlawful. The complainant contended they were 
unreasonable and unduly prejudicial to the extent that they ex- 
ceeded 90 cents per 100 pounds and asked for reparation amount- 
ing to $3,895. 

The Examiner said the testimony was confined almost ex- 
clusively to proving that the complainant made shipments and 
bore the freight charges and that it relied for proof of unrea- 
sonableness almost wholly on the fact that the rates of $1.25 
and $1.375 were reduced in April, 1919 to 90 cents. The Director 
General said the reduction was made to meet water competition 
and not as a confession that the higher rates were unreason- 
able. 


RATES ON TOBACCO 

Examiner John T. Money, in a tentative report on No. 11787, 
Roth Tobacco Co. vs. St. Louis-San Francisco et al., has recom- 
mended a holding of unreasonableness and undue prejudice as 
to rates on unmanufactured leaf tobacco, in hogshead, any quan- 
tity, from points in Kentucky, Tennessee and Indiana to Cape 
Girardeau, Mo. His recommendation is that the rate from Mur- 
ray, Ky., is unduly prejudicial to the extent that the factor from 
Paducah to Cairo exceeds 17 cents; and from Gallatin, Spring- 
field, Westmoreland, Hartsville and Carthage, Tenn.; Franklin, 
Hopkinsville and Murray, Ky., and Booneville, Ind., to the extent 
that the factor from Cairo to Cape Girardeau exceeds or may 
have exceeded 17 cents, on a minimum, for carloads, 22,000 
pounds. He also recommended reparation. 

RATES ON PETROLEUM PRODUCTS 

Examiner Bronson Jewell has recommended the dismissal 
of No. 11910, James A. Coad vs. Chicago, St. Paul, Minneapolis 
& Omaha, director-general, et al., on a holding that the rates on 
petroleum products from the midcontinent field in Kansas and 
Oklahoma to Alton, Ia., Pipestone, Minn., and Beresford, S. D., 
have not been shown to be unreasonable or otherwise unlawful. 


N. YY. C. & ST. L. NOTES 
Authority has been granted by the Commission to the New 
York, Chicago & St. Louis Railroad Company to pledge and re- 
pledge from time to time all or part of $1,036,000 of second 
and improvement mortgage bonds as security for short-term 
notes. 





TRAFFIC WORLD 


Vol. XXVII, No, 1 


FREIGHTS AND CHARTERS 


(Issued by U. S. Shipping Board.) 
April 28 

As an example of the condition in the time charter market, jt 
is reported that one owner offered his vessel for a West Indies 
round trip at $1.75 a ton, but was unable to obtain cargo. A goo 
steamer is offered for coal from Hampton Roads to the Canary 
Islands at $4.50 a ton, while another vessel is offered for lumber 
from a gulf port to Italy at $18 per 1,000 feet. 

The inquiry for grain from the Northern Range and Gui 
has been steady and business is also being done in Canadian 
grain from the St. Lawrence at recent rates. 

From the River Plate the handy sized tonnage is being fixeq 
for Europe at 40s; for the larger sizes shippers will only pay 
37s 6d to 38s. 

The number of liners available for cargoes from the Far 
East, Australia and the Pacific, is keeping the United Kingdom 
markets in shippers’ favor; from the North Pacific a drop of 
15s is notable for grain to United Kingdom and Continent. 

During the course of the current month an improvement took 
place in rates for heavy grain from Buenos Aires to North Eu 
ropean ports, and these rose from 20s to 30s. About the middle 
of the month the rate declined to about 25s, which may be 
considered current rate to the usual direct ports in United King. 
dom and North Continent. 

Great congestion continues at Buenos Aires, and steamers 
with general cargo still experience from 15 to 20 days’ detention 
before obtaining quay berth. 

At Santos, port and custom house warehouses continue to 
be congested, although the strike among dock laborers is ended. 

A telegram from the consul at Vera Cruz, Mexico, shows an 
improvement of conditions at that port. On April 16 there were 
25,000 tons of freight in port, and during the week ending April 
23 the receipts amounted to 2,292 tons, while shipments from 
the port by rail amounted to 5,300 tons. 


April 29 


Forwarding agents yesterday reported a little more indica- 
tion of new business. It was thought that South American and 
West Indies markets were slightly better, and ships are carry- 
ing more cargo than for some time. 

Warehouses at Havana are reported to be well stocked with 
sugar, and American refineries are waiting for it to arrive at 
North Atlantic ports, but steamship companies can not see their 
way to handle the commodity at 18c from North Side and 22c 
from the South Side. 

It is thought possible that some shippers are holding their 
merchandise back just at present, pending the settlement of the 
existing maratime labor trouble, not wishing to send their goods 
to a port where they are liable to be held up for days or weeks 
before discharge. 

Grain is moving slowly from Atlantic ports. Montreal is 
asking for tonnage on the basis of 6s 6d per quarter for heavy 
cereals, while Gulf-U. K. indicates 7s to 7s 3d, with Greece or 
West Italy 8s to 8s 3d. Phosphate, sulphur, case oil and general 
cargo are quiet. 

It is reported that the Lloyd Royal Belge will start a regular 
service between China and Europe, to be maintained by four 
steamers now being built, sailings to be between Shanghai, Ant: 
werp, Rotterdam and Hamburg. 

According to the Berlin representative of the Dept. of Com- 
merce, Germany, by the end of the first quarter of 1921, will have 
added 150,000 to 180,000 tons to her merchant fleet. 

The arrival of the first British trading vessels in South 
Russia, laden with grain and agricultural machinery, is reported 
by the Bolshevik newspapers. 


Charters 


Str. Etna Maru (Jap.), 9,500 tons, 10 per cent, Bahia Blanca to 
United Kingdom or Continent, 38s 6d, with full option, prompt. 

Str. Arno Mendi (Span.), 3,452 tons, Atlantic range to Gibraltar, 
coal, $5.57; option, West Italy, $6; May. 

Str. Elbergen (Dutch), gulf port to Hull, with 26,000 quarters of 
grain, 7s 6d; May. , 

Strs. Gorbes Mendi (Span.), 24,000 quarters grain, and Polyktol 
(Br.), 23,000 quarters grain, a gulf port to West Italy, 8s: May. 

Str. Truro City (Br.), 2,689 tons, Atlantic range to Rio Janeiro 0 
River Plate, with coal, $5.75. ; 

April 30 


In some directions the market shows slight signs of im 
provement, while others continue inert. One forwarding house 
received orders from a solicitor for 1,000 tons of general carg0 
for the Orient. While during normal times this would not create 
comment, under present conditions, 1,000 tons toward a ships 
cargo is considered progress. 

At present there is a fair amount of steel rails and sheets 
being shipped to China from Mobile, Ala., presumably in Isthmial 
Line vessels but whatever cotton is going to the Far East }§ 
transported in Japanese bottoms. 

From the Northwest, Pacific lumber is moving to the Orient 
as fast as suitable tonnage can be secured, but grain is the Dié 
item of the moment. Seventeen ships are now loading or walt 
ing to load grain at Portland, Ore., for European ports. 

Imports from the Far East have shown more life recently. 
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May 7, 1921 THE 


The question of water transportation as a means of solving 
the long haul problem of Pacific Coast growers hinges upon the 
installation of refrigerated stowage on steamers engaged in in- 
tercoastal service, and on ample storage facilities at the various 


ports. 
Charters 

Str. locols (Gr.), 3,292 tons, Atlantic range to West Italy, coal, 
$5.75, prompt. b 
Hoste. Kailyku (Jap.), Atlantic range to Port Said, coal, 35s; prompt. 

Str. Momera (Br.), 3,282 tons, six months’ time charter in trans- 
\tlantic trade, 6s 3d, delivery U. K. 
~ Str. Wearpool (Br.), Canadian 26,000 
quarters grain, 6s 746d; May. - ’ 

Str. Flexton (Br.), Montreal to Hamburg, 25,000 quarters grain, 
4% per 100 Ibs. ; o 
~ “Str. Mokta (Br.), 2,475 tons, Atlantic range to Gibraltar or West 
aly, coal, $5.75. 
a 4 Iperia (Br.), 2,347 tons, Atlantic range to Gibraltar, Oran and 
Aigiers, coal, $6. 

Str. Nordyon (Dan.), 2,397 tons, 
Islands or Canary Islands, ccal, 50s. 

Str. Stefania (Fr.), 1,459 tons, a gulf port to River Plate, lumber, 
$26, Plate wood charter; May steamer. 
"Str. Kelbergen (Du.), 2,964 tons, Atlantic range to River Plate, 
coal, $6; Welsh form. : 

Str. Albany (Br.), 2,223 tons, Atlantic range to Rio Janeiro, coal, 
private terms. 

Str. Antinous (Br.), 
coal, $6.35. 


port to United Kingdom, 
Atlantic range to Cape Verde 


2,962 tons, Atlantic range to Pernambuco, 


May 2 

Indications point to a growing activity in the coal charter 
market unless the British strike should come to a sudden end. 

Grain exports from the North Atlantic have temporarily 
subsided, but from the Gulf and Pacific Northwest the move- 
ment is still heavy. 

The Japanese steamer Tokyo Maru cleared from Portland 
recently for the West Coast of South America with large ship- 
ments of wheat and flour, this being the first wheat to go from 
Portland to South America for several years. 

It is reported that another effort will be made next month 
io start a direct service between Boston and Mexico, the launch- 
ing of the venture depending upon the amount of freight offer- 
ing. 

The charter market has shown somewhat greater activity, 
and it is hoped that the low level in exports has been reached. 


Charters 


Steamer, 6,000 tons, 10 per cent, San Lorenzo or Bahia Blanca to 
United Kingdom or Continent, reported at 42s 6d, with options; April. 
Str. Orani, 9,000 tons, Portland, Ore., to Continent, $10, wheat. 

Steamer, 9,500 tons, Columbia River to United Kingdom, $10.50, 
grain, 

Steamer, 27,000 quarters, Montreal to United Kingdom, 6s 6d; May. 

Sch. J. W. Clise (Nor.), 715 tons, net register, Puget Sound to 
Callao, $17, lumber. 

Str. Hollinside, 26,000 quarters, gulf to United Kingdom, 7s 9d, 
heavy grain, May 5, canceling. 

_ ,Str. Salacia, 3,311 tons, gulf to picked ports, United Kingdom, 
7: 8d; early May. 

Steamer, 27,000 quarters, Montreal to United Kingdom, 6s 6d; May. 

Steamer, 30,000 quarters, gulf to United Kingdom, 7s 3d; May. 

Steamer, gulf to Italy, 8s; prompt. 

Steamer, 6,000 tons, Baltimore, Philadelphia or Virginia to Venice, 
$6.25, coal; prompt. 

Steamer, Northern Range to West Italy, $6.25 May (reported). 

Str. Bisley, 6,200 tons, San Lorenzo to United Kingdom, 41s 3d. 

Steamer, 6,200 tons, San Lorenzo to United Kingdom or Continent, 
42s 6d; or Bahia Blanca, 45s. 

Str. Coquetmede, 5,800 tons, San Lorenzo to United Kingdom or 
anon 42s 6d option; Bahia Blanca, 2s 6d extra; heavy grain; 
rompt. 

_ Str. Santiago, New York to Tampico or Vera Cruz, general cargo, 
private terms. 

_ Str. Pisco (Fr.), 4,389 tons, a gulf port to United Kingdom or Con- 
tinent, cotton, 95s, Form 6. 

Steamer (Jap.), 6,000 tons of cargo, Atlantic range to West Italy, 
coal, $5.00, Welsh form: May. 

Str. Gunaratuba (Braz.), Atlantic range to Gibraltar, for 
coal, private terms; prompt. 

Strs. Schroon, 3,512 tons, and Effna, 
coal, private terms; prompt. 

_ Str. Clan Mackinnon (Br.), 3,049 tons, Norfolk to Las Pamas, coal, 
Private terms; prompt. 
oul te on (Br.), 1,396 tons, Atlantic range to Canary Islands, 

» 00.00, 

_ Str. Virturia Veneda (Ital.), 2,627 tons, Norfolk to Dakar, coal, 
Private terms. 
Str. ag eeantle (Fr.), 3,719 tons, Atlantic Range to River Plate, 


orders, 


Atlantic range to Lisbon, 


oO. 
Str. San Tiego (Br.), 2,347 tons, Atlantic range to River Plate, 


io. 
seat Plainfield, 1,582 tons, Norfolk to Para, coal, private terms: 
pt, 
Schr. Dustin C. Cressey, 768 tons, Boston to Danzig, shoes and 
manufactured merchandise, $12 per ton; May. 
Fi Str. Dorie, 4,600 tons, San Lorenzo,-Bahia Blanca or United King- 
cay ontinent, 40s; Mediterranean discharge, 3s 6d per ton extra; 
“4VY grain. 
Ki Str. Dolores de la Torre, 1,958 tons, n. r:, San Lorenzo to United 
Ingdom or Continent, 36s 3d. heavy grain; June. 
a Steamer, 4,700 tons, Bahia Blanca to United Kingdom or Conti- 
ent, 40s, heavy grain, spot. 
m Str. John Adams, 6,148 tons, n. r., gulf to Greece, 
luarter, one port of discharge: 8s two ports, heavy grain. 
Str. Kalypso Vergotti, 7,000 tons, northern range to Port Said, 35s, 
Coal; prompt. 
— 6,000 tons, northern range to St. Vincent, 22s 6d; coal; 
Str. Irma Woermann, 1,454 tons, n. 
Dhur; May, 
Str. Rivadeo to Rotterdam, 8s; prompt. 
: May 3 
; There is a noticeable decline in the number of vessels leav- 
ng in ballast, and in spite of the prevalence of pessimism, some 


7s 9d per 


r., gulf to Hamburg, $6.50, sul- 
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forwarding concerns report slight improvement, and are dis- 
inclined to think that so many inquiries can come from reliable 
sources without a certain percentage crystallizing into actual 
business. 

The coal feature shows a fairly firm tone, and rates have 
been fairly well sustained. Prompt tonnage for Mediterranean 
ports has been more active than in any other direction. 

Grain from North Atlantic ports has shown less activity of 
late, only now and then a ship going out of Portland, Maine. 
Gulf ports appear less active, but the West Coast, particularly 
at Portland, Ore., cereals are moving to Europe and South 
America, with flour to the latter composing a good part of ship- 
ments. 

Vessels are offering freely for May loading, and in sufficient 
quantities to care for all requirements. 

Unusual activity has featured for the past month in the 
Los Angeles harbor, due largely to the arrivals and departures of 
vessels initiating new services, largely transpacific. 

The amount of Greek tonnage now idle is said to be approxi- 
mately half a million tons. 

Charters 


Str. Cabo Villano (Span.), 3,300 tons, part cargo to Nice; $5.35. 

Str. Arno Mendi (Span.), 3,452 tons, $5.57 Gibralter, option West 
Tialy, $6; April-May. 

Str. Eastern Light 
Algiers. 

Str. Mokta (Br.), 2,475 tons, $5.75, 

Str. Orient (Am.), 3,058 tons, $5.70, 
or Algiers. 

Str. Kaikyu Maru (Jap.), 5,046 tons, Portland, 33s: prompt. 

Str. Ioleos (Gr.), 3,192 tons, West Italy, $5.75; prompt. 

Str. Iperia (Br.), 2,147 tons, $6; prompt. 

Str. Nordleys (Dan.), 2,307 tons, 30s, prompt, Cape Verde; option, 
Madeira or Canary Islands. 

Str. Everest (Br.), 1,322 tons, Canary Islands, $5.50 prompt. 

Str. Airedale (Br.), 1,949 tons, Atlantic range, at about $5.50; May. 

Str. Africanic (Swed.), 2,689 tons, Rio Janeiro, $5.75, May; option, 
River Plate. 

Str. Kelbergen (Du.), 
prompt. 

Str. Freemantle (Fr.), 3,719 tons, Rio Janeiro, $5.75; prompt. 

Str. Buda (Br.), 2,492 tons, Ibicuy, $6.35; May. 

Str. Lane Fithian, 1,669 tons, Chile, $5.75; May. 

Str. Antinous (Br.), 2,362 tons, Pernambuco, $6.35: May. 

Str. Niewa Maru (Jap), Montreal to Antwerp or Rotterdam, 21,000 
quarters grain, 22c, or Hamburg, 24c; May. 

Str. Swainby (Br.), a gulf port to United Kingdom, 33,000 quarters 
grain, 7s 44%d: May. a 

Steamer, 6,000 tons cargo, Atlantic range to Dublin, coal, $5.25. 

Steamer, 5,000 tons cargo, Atlantic range to Belfast, coal. $5.25. 


May 4 

In spite of the alleged dearth, May 4, in ocean freights re- 
ported by many American steamship companies whose ships are 
departing with only partial cargoes, the Japanses lines appear to 
be busy. These sailings, loaded to the hatches, and return voy- 
ages bring 100 per cent cargo. These ships belong to the con- 
ference, and are supposed to maintain the conference schedule. 

Considering the market generally, there is no noticeable 
change; in fact business is hesitating somewhat pending a settle- 
ment of the threatened strike of marine workers. 

Grain from the northern range has ceased to move for the 
present, as comparatively little cereal is reaching tide water from 
the Northwest grain belt. 

Great care is being exercised in the allotment of bunker coal 
in England it is reported, in order to conserve the supply as far 
as possible; hence, there could not be a free movement of tonnage 
even though business could be obtained. 

Exports from the U. S. to the Dutch East Indies have in- 
creased 153 per cent in value from 1918 to 1920, 100 per cent tak- 
ing place in 1919. Among the commodities of the highest value 
may be listed automobiles, steel rails, illuminating and lubricating 
oils, sewing machines, structural iron and steel, tin plates, etc. 


Charters 


Str. Osterdal, 5,500 tons, 10 per cent, Rosario to United Kingdom, 
Gibraltar, Hamburg range, 38s 9d, heavy grain; May. 

Str. Otavi, 6,000 tons, 10 per cent, San Lorenzo to United King- 
dom, Gibraltar, Hamburg range, 37s 6d, heavy grain with options; 
July-August. 

Str. Tempestuous, 5,000 tons, 10 per cent, Bahia Blanca to United 
Kingdom, Gibraltar, Hamburg range, 43s, unclipped oats; May. 

Steamer, 5,500 tons, 10 per cent, San Lorenzo to United Kingdom, 
Gibraltar, Hamburg range, 40s, heavy grain; May 10-31. 

Steamer Sarmatia (Dan.), 1,438 tons, Philadelphia to Cienfuegos, 
coal, private terms; prompt. 

Steamer Hesleyside (Br.), 2,518 tons, 
grain, private terms. 

Str. Naneric (Br.), 3,029 tons, Philadelphia to East Indies, 
cargo, private terms; May. 

Strs. Cognina, 1,280 tons, and Granfos (Nor.), 890 tons, Cuba to 
Philadelphia, sugar, private terms; May. 

Str. Toledo Bridge, 2,147 tons, Christiania to Philadelphia, wood 
pulp, private terms. 

Str. Seapool (Br.), Montreal to United Kingdom, 25,000 ar. grain, 
Ss 144d, option Antwerp, Rotterdam or Hamburg, 27s Canadian cur- 
rency; May. 

Str. Portfield (Br.), 3,218 tons, Norfolk to Las Palmas, coal, pri- 
vate terms; prompt. ‘ 

Str. Baarn (Du.) 3,282 tons, Atlantic range to Rio, coal, $5.75; 
nrompt. 

Str. Marshal Allenby (Br.), 
coal, private terms; prompt. 


(Am.), 5,477 tons, prompt, option Oran or 


prompt, option West Italy. 
two ports, prompt, option Oran 


2,964 tons, Rio Janeiro, $6; Welsh form; 


Philadelphia to Europe, 


general 


1,565 tons, Atlantic range to Plate, 


Str. Yuru Maru (Jap.), 5,655 tons, Norfolk to Rio, coal, private 
terms. 
Str. W. P. Palmer, 1,609 tons; Philadelphia or New York to St. 


, coal, private terms; prompt. 


Str. Rene (s. v.), 1976 tons, n. r., Buenos Aires, La Plata to 
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United Kingdom or continent, 22s 6d, option Conception 
27s 5d, linseed; prompt. 

Str. Cis (s. v.), 982 tons, n. r., Conception (Uruguay), to United 
Kingdom or continent, 25s, linseed; prompt. 

Str. Treesbridge, 25,000 qrs., Baltimore to United Kingdom, 6s 3d, 
heavy grain, May 5, canceling. 

Str. Eibergen, 33,000 qrs., 
7s 6d, heavy grain; May 2-12. 

Steamer, 17,000 qrs., Montreal to United Kingdom, 6s 9d, heavy 
grain; May. 

Steamer, 20,000 qrs., Montreal to Belfast or Dublin, 6s 744d, one 
port of discharge; 6s 104e¢d, two ports; heavy grain; first half May. 

Str. Ruth Martin (s. v.), 792 tons, n. r., Trinidad to Gulfport or 
Mobile, $2.50 per barrel, asphalt. 

May 5 


Tonnage that can give May loading is in some demand for 
coal, but charterers are disposed to operate cautiously while keep- 
ing an eye on the developments in the British miners’ strike 
situation. 

The report of the closing of. contracts for from 350,000 to 
375,000 tons of coal for Egyptian railways, and some 68,000 tons 
for British buyers is believed to be a forecast of growing activ- 
ity within the next few days. 

A reduction in rates from Atlantic ports to Amsterdam, 
Rotterdam and Hamburg, from 25 cents per 100 pounds to 21% 
cents to the former ports, and from 27% cents to 24 cents to 
Hamburg, has been reported. 

An independent slash of 35 cents per 100 pounds by the 
Isthmian Line between Pacific coast ports and the East, on Cali- 
fornia dried fruit in boxes, has caused consternation among 
officials of other steamship companies. While not a member of 
the conference, the Isthmian Line has heretofore always main- 
tained rates fixed by the conference. The former rate was 90 
cents, and the general belief is that the 55-cent rate will not 
stand. 

No great change has been noted during the past month on 
the export situation at Hampton Roads, although in some lines 
a slight change for the better has been noted. 

It is said that bunker coal, owned by Germans and stored 
at Rotterdam, is now being purchased by British ships running 
between Montreal and Holland, to relieve the shortage caused 
by the strike, and that the cost of the coal is being written off 
the German indemnity. 


(Uruguay), 


10 per cent, gulf to United Kingdom, 


Charters 

Str. Benledi, 2,509 tons, n. r., North Pacific to United Kingdom, 
61s 3d, May (reported). : : 

Steamer, 7,500 tons, Portland, Ore., to United Kingdom, continent, 
55s with option two ports Mediterranean, 60s, May, wheat (recently). 

Str. Teesbridge, 25,000 qrs., Baltimore to United Kingdom, 6s 3d 
per qr., early May. a. m 

Str. Reubens, 28,000 ars., 10 per cent, Montreal to United Kingdom, 
6s 9d per qr., May. : 

Str. Eibergen (Du.), 33,000 qrs., gulf to Hull, 7s 6d per ar., early 
May. ’ 

Str. Modig (Br.), Montreal to United Kingdom, 32,000 aqrs., grain, 
6s 4%d and 6s 714d if two ports, May 10-25. ‘ 

Str. Canadian (Br.), Montreal to United Kingdom, 30,000 ars. 
grain, 6s 4%d and 6s 714d, June-July. bf a 

Str. Beniedi (Br.), 2,569 tons, North Pacific port to l nited King- 
dom or Continent, 61s 3d, May 31st, or 60s if June 15 cancellation. 

Str. Alkmaars (Du.), 4,414 tons, North Pacific to Mediterranean, 
basis 62s 6d, May-June. is = 

Several Shipping Board steamships, North Pacific to United King- 
cem, Continent or Mediterranean, grain, basis 65s, May-June. _ 

Str. Kronstad (Nor.), 1,600 tons, Philadelphia to United Kingdom, 
sugar $7. 

Str. Syrian Prince (Br.), 
susk, general cargo, $14, May. ; 

Schr. Ninon L. (Br.), 758 tons, a gulf port to River Plate, lumber, 
$18, May. 

Steamer, 5,000 tons, Cuba to United Kingdom, 35s, sugar, prompt. 

Str. Penmorvah, 5,000 tons, Bahia Blanca to United Kingdom or 
Continent, 43s, unclipped oats, prompt. , - 

Str. Otavi, 6,000 tons, 10 per cent, San Lorenzo to United King- 
dom or Continent. 67s 6d, July-August. - : 

Steamer, 5,600 tons, 40 per cent, San Lorenzo to United Kingdom 
or Continent, 38s 9d, May. ; 7 

Steamer, 5.500 tons, 10 per cent, San Lorenzo to United Kingdom 
or Continent, 40s, May. . 

Steamer Tempestuous, 5.000 tons, 10 per cent, Bahia Blanca to 
United Kingdom or Continent, 43s, oats, prompt. 


MARINE LABOR DEVELOPMENTS 


The Trafic World Washington Bureau 


Following the failure of the conference of marine union 
representatives, steamship owners and the Shipping Board to ar- 
rive at any kind of a settlement April 29, representatives of the 
International Seamen’s Union and the Marine Engineers’ Bene- 
ficial Association called on President Harding April 30, and 
urged him to appoint a committee of three to mediate in the 
dispute with a view toward preventing a strike. The President, 
declining to take any direct part in the controversy, turned the 
matter over to Secretary of Commerce Hoover and Secretary of 
Labor Davis, who immediately set to work to bring the matter 
to mediation. 

Little success was met along these lines, however, the steam- 
ship owners putting a wage cut of 15 per cent into effect May 
1, the old contracts having expired at midnight April 30. After 
a conference with Secretary Hoover and Secretary Davis, May 
4, Admiral Benson, chairman of the Shipping Board, said he 
was still standing, as were the ship owners, on the 15 per cent 
cut, which had been made effective. Subsequently he issued a 





1,844 tons, Atlantic range to Novoros- 


statement in which the situation was described as “encouraging,” 
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and it was said that the operations of Shipping Board Vessels 
were not being interfered with to any great extent. 7 

A compromise proposal, submitted to the steamship owne, 
by Mr. Hoover, Mr. Davis and Admiral Benson, was rejected in 
a telegram received by Admiral Benson May 6. 


SHIPPING BOARD VACANCIES 
The Trafic World Washington Burea, 


President Harding is finding it difficult to complete the slat 
for the Shipping Board because of the requirements of the me. 
chant marine act that the members of the board shall represent 
particular sections of the country. 

Section 3 of the merchant marine act provides that “the cop. 
missioners shall be appointed with due regard to their fitness fo 
the efficient discharge of the duties imposed on them by this a¢. 
and two shall be appointed from the states touching the Pacify 
Ocean, two from the states touching the Atlantic Ocean, one fro 
the states touching the Gulf of Mexico, one from the states touch. 
ing the Great Lakes, and one from the interior, but not more thay 
one shall be appointed from the same state.” 

For instance, the President might find suitable men for the 
board in Illinois, Michigan, and Ohio, but he could nominate only 
one of them for a place on the board due to the provision tha 
only one commissioner shall be named from the states touching 
the Great Lakes. 1 

Carmi Thompson, of Cleveland, O., a personal friend of Presi. 
dent Harding, and a business man, is mentioned for a place on the 
board and possibly the chairmanship. Robert A. Dean, of Massa. 
chusetts, special assistant to Chairman Benson, of the Shipping 
Board, is being mentioned again in connection with the Shipping 
Board appointments. It is understood that former Senator Chan. 
berlain of Oregon; Meyer Lissner, attorney of Los Angeles, Calif, 
and Frederick I. Thompson, of Mobile, Ala., former member of the 
board, stand a good chance of being nominated by the President. 

T. V. O'Connor, president of the International Longshore 
men’s Association, who conferred recently with President Hart. 
ing, has been mentioned as a probable appointee. Mr. O’Connor 
was considered, it is understood, by the President for the post of 
Secretary of Labor. Marine workers recently petitioned the Pregi- 
dent to appoint a representative from their ranks on the board. 


OCEAN SHIPPING SITUATION 
The Trafic World Washington Bureau 


In its review of general business and financial conditions 
duiing the month of April the Federal Reserve Board made the 
following comment on the ocean shipping situation: 

“More optimism regarding the outlook prevailed in ship. 
ping circles than for some months past. This was due more to 
the expectations aroused by a number of developments than 
to any change in the underlying situation. Among the events of 
the month was the continuance of the British coal strike, with 
a moderate expansion of the demand for charters of American 
coal-carrying ships for prompt delivery. Another encouraging 
feature of the freight market was the firmer tendency of rates 
in certain directions. 

“The settlement of the rate war between the North Atlantic: 
United Kingdom Conference and the French Line, which had 
been waged since last fall, helped to give tone to the oceal 
freight market. The decision of the Shipping Board to charter 
its vessels in future on the bare-boat plan was regarded by op 
erators as opening up possibilities for cheaper operation 0 
vessels. The wage situation remains unsettled, the calling of 
a strike by the marine engineers at New York for the first of 
May being the outstanding development toward the end of April. 

“The division of operations of the Shipping Board stated 
that, on April 5, 653 steel ships, of 4,279,581 deadweight tons, 
were either already idle or had been ordered withdrawn from 
service until conditions improve. That number constitutes 4 
per cent of the government-owned steel merchant ships. The 
shipbuilding situation remains unchanged, with yards merely 
completing orders already on hand, no new tonnage of any Silt 
having been booked by American yards so far this year. The 
recent cut in steel prices has not been sufficient to affect shi 
building favorably. Of the Shipping Board’s building prograll. 
44 steel vessels of 489,150 deadweight tons remain to be de 
livered, all of which are now under construction. Accordilé 
to present plans, the last of these will be completed and delivered 
about April. 1922.” 


PETITIONS FOR REHEARING, ETC. 

The Director General has asked the Commission to reopel 
for argument Nos. 11161, Iliff-Bruff Chemical Co. vs. Direct 
General et al., and 11106, United Iron Works, Inc. vs. Directo! 
General et al. 

Complainant in No. 10763, Harlem Feed & Grocery ©o. ¥* 
Director General and Lehigh Valley, has asked the Commissi 
to reconsider the evidence in that case, and if necessary to orde! 
a rehearing. 

The Director-General has asked the Commission to grant ® 
rehearing or reargument in No. 11431, Seaboard Oil & Refinim 
Co. vs. Director-General et al. 
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CUMMINS ON RAIL SITUATION 


The Trafic World Washington Bureau 


Among the representatives of the railway executives who will 
pe heard first by the Senate committee on interstate commerce 
when it opens its investigation into the railroad situation on May 
10 will be Alfred P. Thom, general counsel, and T. DeWitt Cuyler, 
chairman, of the Association of Railway Executives; Daniel Wil- 
lard, president of the B. & O., and Julius Kruttschnitt, chairman 
of the executive committee of the Southern Pacific. S. Davies 
Warfield, president of the National Association of Owners of 
Railroad Securities, probably will be heard after the executives, 
and then the representatives of the railroad brotherhoods will be 

ard. 

" Senator Cummins, chairman of the committee, believes that 
the railroads will be able to readjust their finances through 
greater efficiency in management, reductions in the cost of ma- 
terial and supplies, and in the outlay for labor. He said that the 
creditors of the roads that are pinched financially for the time 
being will have to be lenient during the period of readjustment. 
He reiterated his opinion that the railways are in no different sit- 
vation from that of the other industries of the country and that 
they will have to solve this problem as other industries are solv- 
ing it by bringing the cost of labor and the cost of material into 
line with the proceeds of what they have to sell. 

To assume that the railroads can not bring their operating 
costs into proper alignment with the operating revenues, Senator 
Cummins said, would be to assume that a national transportation 
system can not be self-supporting in this country. 

“If that were so,” he continued, “there would be nothing to 
do but for the government to take it over and pay the annual 
deficit, however heavy, out of the Treasury. The country must 
have its transportation system. But there is no reason to imagine 
anything of the kind. There will be a very large saving in the 
cost of materials. Coal will be lower this year; ties are lower; 
steel and iron material is lower, except rails and rails also will 
have to come down. The question of the wage scale is in the 
hands of the Labor Board. I do not anticipate its decision or at- 
tempt to influence it, but even if basic pay is not changed, econ- 
omies aggregating hundreds of millions will result from the 
elimination of arbitrary overtime and duplicated service. I be- 
lieve that $200,000,000 a year will be saved by those economies 
alone. Last year the actual railway gross revenues were the 
largest in the country’s history, without allowing for any govern- 
ment guarantee. But the wage costs, which formerly were 40 per 
cent of gross revenue, had got up to 70 per cent.” 

Further aid, other than that already provided for, to the rail- 
roads out of the federal treasury, is out of the question because 
the country would not approve, the senator said. 

Touching on question of the attitude of railroad bondholders 
who may have to forego their interest payments in some in- 
stances, the senator said he could not see that there would be 
any advantage to be obtained by the bondholders of a road in 
bringing foreclosure proceedings. 

“When railways were placed in receiverships and their mort- 
gages foreclosed in the past,” said he, “there were two motives for 
such procedure—to get rid of an incapable management or to 
reorganize and recapitalize the roads. At present, the latter mo- 
tive at least does not exist. Foreclosure would not help the bond- 
holders. The circumstances give reasonable assurance of ade- 
quate net revenue in due course to meet all interest, due or 
overdue. What reason is there, then, that in such a case the 
bondholders should not consent to forego their interest tem- 
porarily until the readjustment of cost to revenues shall have 
been effected ?” 


SHIPPERS MEMORIALIZE PRESIDENT 
The Trafic World Washington Bureau 


Apparently shippers, actual and prospective, have taken 
President Harding’s declaration that freight rates and operating 
expenses of railroads must be reduced as a promise that he would 
make the reductions. Nearly every class of shippers, directly 
or indirectly, has auppealed to him to make efforts in its behalf, 
the farmers who are members of the Farmers’ Union being 
among the first and the shippers of building and road-making 
materials being the last. The latter called at the White House 
April 29. Their representatives filed with him a printed memorial 
asking that he give them “advice and assistance in bringing 
about an expeditious handling of the matter.” 

So far as known, the President has not done anything in the 
Way of suggesting reductions other than to discuss the matter 
with members of his cabinet and callers who have been anxious 
‘o learn his views of the whole situation. 

During the latter part of the week ending April 30 some of 
the callers were told that it is not within the scope of the ex- 
ecutive’s authority to suggest anything to the Interstate Com- 
merce Commission; that that body is the administrative agency, 
‘treated by the legislative branch of the government, for the 
ascertainment of the facts, which, when declared, have the effect 
of bringing into operation the mandate of the interstate com- 
merce law that rates shall be just, reasonable, non-discriminatory 
and non-prejudicial. 
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The implication of what the President has said on that phase 
of the subject is that, while he is of the opinion that rates and 
expenses of operation must be reduced, expression of that con- 
viction is about all he can do because the making of rates is 
purely a question of legislation and not of executive action. The 
president recalled to some of his visitors that there was con- 
siderable objection, when the federal control law was passed in 
the spring of 1918, giving the President the power to initiate just 
and reasonable rates. The opposition was based on the ground 
that the making of rates was an exercise of the legislative power 
which cannot be delegated. 

In discussing that phase of the subject the President has 
not gone as far as he might have gone to show that it is not 
within his power to do what has been asked of him—in effect, 
to reduce rates himself. He might have said that the contro- 
versy over the President’s power to initiate rates during federal 
control was settled, finally, on the theory that, for the purpose 
of rate-making, the President was a “person” engaged in trans- 
portation by railroad, and therefore strictly within the terms of 
the first section of the act to regulate commerce. The inter- 
state commerce act, which displaced the act to regulate com- 
merce in 1920, employs different language to convey the same 
meaning, it has been asserted. The old law applied, by its terms, 
to corporations or persons engaged in transportation by railroad 
between the states and (or) foreign countries, while its successor, 
the interstate commerce law, applies to common carriers engaged 
in transportation, and to “such transportation.” While there has 
been no one report or opinion by the Commission, or a decision 
by a court, which, by direct statement, sets forth that the Presi- 
dent was a person engaged in transportation, the cumulative 
effect of the various reports and opinions by the Commission 
and the courts, it is believed, amounts to the formulation and 
action on such a theory. In the early stages of the controversy 
extremists suggested that, notwithstanding the language of the 
federal control act to the contrary, the President’s rates stood 
on a higher level of sanctity than the rates made by the railroad 
corporations. The upshot of the discussion was, as before indi- 
cated, a treatment of President-made rates, the same as that 
accorded to railroad-made rates. 

The fact that President Harding has been at pains to call 
attention to the fact that the making of rates is the exercise of 
a legislative and not of an executive power, it is believed, is of 
more than ordinary significarice in that it may be taken as in 
dicative of the President’s determination to do nothing that could 
be construed as an attempt on his part to set himself up as the 
judge of what is right and what is wrong in the way of rates; 
that the most weight that can be attributed to the declaration 
in his message to Congress, April 12, is that it is the judgment 
of a man charged with the duty of executing the laws and ad- 
vising the Congress as to the state of the Union, and suggesting 
what might be done, legislatively, to improve that state of the 
Union, if it is in need of improvement. 

His declaration that rates and expenses of operation must 
be reduced was made to Congress, that branch of the govern- 
ment which, under the Constitution, is given the power to deal 
with not only rates, but, under the Supreme Court’s decision 
upholding the Adamson law as constitutional, with questions of 
safety in such a way that it can ultimately prescribe the hours 
of service and pay for such services. In making that declaration 
he was advising Congress as to the state of the Union as to a 
matter within its power of correction, either by direct action or 
action through its administrative body, the Interstate Commerce 
Commission. 

The point in connection with the fact that shippers, actual 
and prospective, are appealing to the President for help to re- 
duce rates is that they are appealing to a man who has already 
given advice on the subject to the body that has the power 
to act, either directly or through the administrative body created 
by it, which is not a part of the executive branch of the govern- 
ment at all. 

In its general aspect the memorial of the building and road- 
making material men is a recognition of the fact that the ques- 
tion is one for disposition by Congress or its agent, the Commis- 
sion. In part the memorialists said: 

“There is imperative necessity for the immediate stimula- 
tion of some large industry which is national in its scope, in 
order to provide work for the unemployed. It is submitted that 
no other industry lends itself to the fulfillment of this mission 
in the same degree as the resumption of construction work, for 
the demand for building material is universal, Senator Calder’s 
committee stating that there is a crying need for over one million 
homes throughout the country. In rendering its report an Ex 
Parte 74, the Interstate Commerce Commission gave cognizance 
to the necessity for readjusting rates to meet changing con- 
ditions and to remove hardships created by the hasty consid- 
eration of the case necessitated by the emergency involved. it 
was recommended that such readjustments be effected between. 
shippers and the carriers, without appeal to the Commission. 
However, the shippers of building materials have not been able 
to prevail upon the carriers to make proper revisions, and hence 
it appears that the public authorities must be requested to inter- 
vene in some manner. 
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“It is well known that proceedings before the Commission 
are not only expensive, but entail long and unavoidable delays. 
On account of the fact that two months of the normal building 
season have already passed, and same will end early in Novem- 
ber, there is need for immediate action. For this reason the 
usual course of procedure in appealing for relief through the In- 
terstate Commerce Commission cannot be contemplated. The 
public is demanding prompt action. 

“We earnestly request your advice and assistance in bringing 
about en expeditious handling of the matter.” 

The memorial was filed by the National Association Sand and 
Gravel Producers, by E. Guy Sutton, its executive secretary; 
the National Paving Brick Manufacturers’ Association, by J. G. 
Barbour, chairman traffic committee; American Face Brick As- 
sociation, by H. E. Stringer, its chairman traffic committee; the 
Hollow Building Tile Association, by H. M. Keasbey and W. M. 
Councill; National Lumber Manufacturers’ Association, by Frank 
Carnahan; National Crushed Stone Association, by A. P. Sandles, 
iis secretary; Gypsum industries Association, by W. D. Lindsay; 
American Mining Congress, by Hugh Fullerton and Francis B. 
James, their commerce counsel. 


REDUCTION IN RATES ON SAND, ETC. 


The Traffic World Washington Bureau 


A reduction in rates on sand, gravel and crushed stone, 
materials used largely in the construction of buildings and 
roads, but primarily in the latter, will go into effect on the New 
Haven as soon as that road can file its tariffs, to become oper- 
ative on five days notice. The lowered rates will become oper- 
ative probably about May 15. 

Special sixth section permission has been given the New 
Haven, the permit being No. 52,806, dated May 2, but not ac- 
tually put out until two days later. Generally speaking the 
reduction is two cents per 100 pounds or twenty cents a ton, 
which happens to be the amount added to the rates on such 
materials by General Order No, 28 of June 25, 1918. However, 
the reductions are not uniform, nor are they on a percentage 
basis. They appear to be made with a view to inducing the 
business to move, from established sand and gravel pits, and 
rock crushing plants, rather than force those desiring to use 
such materials to either forego the construction of roads or 
buildings this year, or obtain their supplies from new plants 
established through the use of new capital which, in the in- 
terest of the New Haven and New England, might be believed 
to be better invested, if put into roads and buildings in the 
form of materials purchased at the established points of origin. 

A general conference on the subject of rates on roadmak- 
ing and building materials is to be held, probably in the general 
hearing room of the Commission, April 13. Arrangements for 
such a conference have been made by the organizations, which 
called on President Harding, April 29, and left a memorial with 
him saying that rates on such materials are so high that con- 
struction of roads and buildings practically had come to a stand- 
still, notwithstanding that there was crying need for a million 
homes throughout the country. They made it by means of cor- 
respondence with Daniel Willard, president of the Baltimore & 
Ohio and chairman of the committee of the Association of Rail- 
way Executives, which usually deals with the Commission when 
there is a question before that body of interest to practically 
all railroads. 

In acceding to the request for a conference, President Will- 
ard said he doubted if much could be accomplished by such a 
conference if the discussion were confined entirely to the mat- 
ter of railway rates. 

On account of Mr. Willard’s suggestion that a consideration 
of freight rates only would probably not result in much accomp- 
lishment, it is believed the conference will take a wide range, 
with the action of the New Haven on sand and gravel rates as 
a guide to what might be done in each locality if it could be 
shown that a reduction in rates would result in an improve- 
ment of the situation in that locality. 

No definite arrangement has been made for a conference on 
sand and gravel rates, in which the Commission or any of the Com- 
missioners will be participants. The only understanding on the 
subject seems to be between the sand and gravel people and 
Daniel Willard, but that understanding seems far from definite. 

The sand and gravel people called on Chairman Clark, ask- 
ing him to make arrangements for a conference but they did 
not have any success. The chairman, in many letters, has ex- 
pressed the thought that the freight rate is not the primary 
factor in the unsatisfactory business situation and his inclina- 
tion has not been to promote conferences based on the assump- 
tion that the ills of the country are to be cured by continued 
agitation for rate reductions. 

After an announcement by the sand and gravel people had 
been made that a conference would be held on May 13, a report 
was put into circulation that the conference would be held May 
20, but that was without verification and so far as arrangement 
with the Commission or any commissioners is concerned, it had 
not more definite foundation than the earlier report. 
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RATES ON FRUITS AND VEGETABLES 


The Trafic World Washington Bureay 


The Commission has decided to accede to the large number 
of requests for conferences at Yakima, Wash., and Boise, Idaho 
in addition to the previously announced conferences on rates on 
fruits and vegetables to be held by Henry J. Ford, special as. 
sistant to the Commission. The Yakima conference will be 
held by Mr. Ford May 10, and will be relative to the allegeg 
serious situation of producers of fruits and vegetables in Wash. 
ington and Oregon. The Boise conference will be held on May 
14, dealing with the same alleged situation in Idaho. To make 
place for these conferences the date of the Denver conference 
has been postponed to May 19. The scope of the Denver eon. 
ference has been widened to embrace not only rates on fruits 
and vegetables but those on all agricultural products as wel] 
including live stock. 

The schedule of conferences now stands as follows: 


May 3—Federal Building, Los Angeles, Calif. 
F © aed 6—Room 237, Merchants’ Exchange Building, San Francisco 
Yalif. ream 
May 10—Assembly room, Commercial Club, Yakima, Wash. 
May 14—Chamber of Commerce, Beise, Idaho. 
— 19—United States Court Room, Postoffice Building, Denver 
Colo. ‘ 


Each conference will begin at 10:00 a. m. of the day named, 


FLORIDA FRUIT GROWERS PROTEST 


The Trafic World Washington Bureay 


A letter from J. C. Chase, of Chase & Co., Jacksonville. 
Fla., protesting against the freight rates on Florida citrus fruit. 
was submitted to the Senate, April 29, by Senator Fletcher of 
that state. 

Mr. Chase said in the letter that the railroads were collecting 
from the Florida growers on the present crop of citrus fruit 
freight charges which are 304 per cent more than the charges 
paid during the season of 1917-18. He said in part: 

“If you would look into the traffic now moving you would 
find that the railroads serving Florida and California are in more 
prosperous condition and have fewer idle cars than roads oper- 
ating in any other territory. 

“There is one thing sure: We must have lower freight rates 
on Florida grapefruit into the Pacific coast markets. The present 
rate is so high that it has practically excluded Florida grape- 
fruit from many of the markets where we placed a great many 
cars under the pre-war rate. California citrus fruit moves to 
the Atlantic coast markets at a rate of approximately $1.50 per 
box. If this is a satisfactory rate to the railroads, why is it that 
the charge on a box of Florida citrus fruit is almost double from 
a Florida producing point to a Pacific coast market? A person 
can travel east and west at the same rate per mile, and we be 
lieve that similar products should not be discriminated against.” 


REDUCTIONS ON POTASH 


The Trafic World Washington Bureau 


Producers of potash in transcontinental territory are trying 
to obtain reductions in rates on their commodity to eastern sea- 
board territory. They invested capital in that industry during the 
war. Now they are feeling the effects of competition from Ger- 
many. That country, before the war, controlled prices on potash. 
Apparently it will again have the controlling voice in the price 
of that necessity for the fertilization of the cotton lands of the 
southeast. 

A reduction has been recommended by the transcontinental 
committee. According to Wilbur LaRoe, attorney for the potas 
people, the eastern or official classification committee is also in- 
clined toward reductions, but the unwillingness of the southern 
committee prevents action. In a letter to Director Hardie, M. 
LaRoe said the condition of the potash industry was so desperate 
that it seemed unfortunate to have the whole program blocked 
by the dissatisfaction of one group of the carriers. He suggested 
that probably a conference would be able to iron out the difficul 
ties. He said he knew that recently conferences in great number 
had been suggested and he hesitated to suggest another. Natur 
ally, however, he said the potash people were not inclined to let 
“one small difficulty” deprive them of a result so much desired 
and so necessary to a continuance of the industry. 

In a postscript to his letter he expressed the hope that iis 
letter would not result in his classification with those “short 
sighted and misguided individuals” who attribute existing econ? 
mic conditions to the freight rates. 

“It is my firm belief that the plight of the railroads and th¢ 
industrial concerns is explained by conditions much more ful 
damental and important than the freight rates, and that the lat- 
ter are brought into prominence just now only because they ale 
the only factor susceptible of immediate change,” said he. 

It is suspected that the difficulty of the southern committe 
arises from the fact that if the carriers haul potash from the At 
lantic or Gulf ports, they obtain the whole rate, while if they haul 
potash from transcontinental territory, they will obtain divisions 
that may be much lower than the rates from the ports. The I 
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May 7, 1921 


terest of the transcontinental carriers would be served by very 
jow rates into the southeast, where the bulk of commercial fer- 
tilizers is used. On such rates they might obtain money enough 
to pay axle grease, whereas on potash from Europe, they would 
obtain no haul at all, and therefore not a cent of revenue. They 
could afford to make blanket rates to the Mississippi river cross- 
ings because the amount of potash used in the territory of origin 
and the river crossings is so small that a blanketing of the rates 
would not result in the loss of any local revenue. 

The potash industry is not the only one that finds peace a 
situation less satisfactory than war. The ways and means com- 
mittee of the House of Representatives is being besieged by repre- 
sentatives of industries that came into being during the war to 
supply the commodities shut out either because they had origin 
in enemy territory or the tonnage used in their transport before 
the war could be more profitably employed in war work, or in 
work of a more essential character. They are asking for customs 
tariff duties high enough to equalize the costs of production at 
home and abroad. They are also asking the railroads to help 
them by making rates on their products so low that they will be 
able to remain in the market, notwithstanding higher cost of pro- 
duction than their foreign competitors. 

In some instances, the carriers at the points of origin are 
willing to make exceedingly low rates because such rates would 
give them some return. In others the carriers are not willing to 
thus encourage home production because they would be able to 
obtain greater return from the rates on the foreign product. 

In law the Commission and the railroads have nothing to do 
with the question of tariff for protection or tariff for revenue only. 
The Commission, in one of its reports, when the rates on lemons 
were under discussion, decided that the railroads, by raising the 
rates on lemons had deprived the lemon growers of California of 
the benefit of the protective duties that had been placed on 
lemons. Therefore, it ordered the reduction of the transportation 
rates. The courts set aside the order. The Commission cut out 
its reference to the aim of Congress and issued its order requiring 
the reduction of the transportation rates, on the plain and un- 
adorned ground that the higher rates were unreasonable. 


SULPHUR RATE REDUCTIONS 


The Trafic World Washington Bureau 


Wilbur LaRoe, on behalf of the Texas Sulphur Company, has 
filed a petition with the Commission asking it to allow reductions 
in sulphur rates from Texas points of origin to eastern destina- 
tions, as proposed in Southwestern ‘Lines Tariff No. 102-C, I. C. C. 
No. 1449, to become effective May 15, as proposed. Protest against 
the tariff has been filed by the Union Sulphur Company, the 
shipping point of which is in Louisiana. 

In his argument, LaRoe said that rates on sulphur now are 
blanketed to all destinations in the United States except the ones 
to which the rates carried in the tariff mentioned will apply. The 
points to which there are different rates are Boston, New York, 
Raleigh, Cincinnati, Canton, N. C., Wilmington, N. C., and Atlanta. 
By allowing the tariff to become effective the Texas company 
argues, the two companies will be on a parity to every point. It 
argues that inasmuch as the hauls to points of consumption are 
long, blanketing of the rates is the only logical way to handle the 
situation. All the changes proposed are reductions, which is con- 
trary to the tendency of rates during the last seven years. The 
largest reduction would be seven cents a hundred from Texas 
points to Wilmington, N. C. To New York and Boston the reduc- 
tion would be four cents, to Cincinnati 5.2 cents, to Canton, N. C.. 
2.5 cents, and to Atlanta, 5.5 cents. 

_Another argument for the same rates to the east, the Texas 
petitioner says, is the fact that the Louisiana mines have the 
Same rates westbound as the Texas mines. A further suggestion 
is that this blanketing of the rates on sulphur would bring the 
rate structure on that commodity into conformity with the struc- 
ture on lumber, rice, and petroleum products, in so far as move- 
ments from the southwest are concerned. 


McGINTY ON RATE SITUATION 
The Trafic World Washington Bureau 


A review of the Commission’s attitude toward appeals for 
rate reductions is set forth in a letter received by Representative 
Stephen G. Porter, of Pittsburgh, Pa., from George B. McGinty, 
secretary of the Commission, in response to a letter from Mr. 
Porter. Mr. McGinty said it was difficult to see “how the Com- 
mission could urge reductions in rates that would result in reduc- 
tions in the revenues of the carriers,” under existing conditions. 
He expressed the hope, however, that “the means will be found 
bringing about a condition that will warrant the Interstate 
werd Commission in reducing freight and passenger rates.’ 

he letter from Secretary McGinty follows: 
, Referring to letter of the United Produce Company of Pitts- 
urgh, Pa., addressed to you on April 28, 1921, in reference to the 
a railroad situation and in which complaint is made in par- 
cular against the high rates on fruits and vegetables: 

I would advise for the information of the United Produce 
ompany and other distributors of fruits and produce in Pitts- 
urgh that the Interstate Commerce Commission is as anxious 
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as the shipper and the carrier to find a solution of the transpor- 
tation problem. We are well aware and I think fully advised of 
the unfortunate conditions that exist at the present time. We 
cannot, however, look at the situation from one side alone. It 
is not a question today whether or not the rates shall produce 
51% on 6 per cent upon the value of the carriers’ properties. The 
unfavorable conditions in commerce and industry generally and 
the unfortunate plight of individuals or individual industries can- 
not be worse than the present plight of the railroads. More than 
one-half of the carriers are earning less than their operating 
expenses and taxes. A very few individual roads are earning 
their interest charges. Some of them are not even earning their 
operating expenses. It is obvious that the present condition can- 
not long continue without general and widespread bankruptcy of 
the railroads. 

“We have participated in some instances in arranging and en- 
couraging readjustments of rates where it has been made clear 
that such readjustments would move a substantial volume of 
traffic at rates that would yield some profit, which traffic would 
not otherwise move at all. However, it should be understood that 
the Commission does not have power to grant reductions in 
freight rates on fruits and vegetables and other commodities in 
an informal way. Under the interstate commerce act the Com- 
mission has power to require carriers to reduce rates only in a 
formal proceeding after full hearing. No such full hearing has 
been held relative to fruit and vegetable rates or relative to gen- 
eral reductions in any rates. 

“In view of the facts stated above it is difficult to see how 
the Commission could urge reductions in rates that would result 
in reductions in the revenues of the carriers, which, as above 
‘stated, are now insufficient to pay the interest on the bonds, to 
say nothing of any return to the stockholders. 

“In this connection it may be mentioned that, based upon a 
request from the Texas Railway Commission and the Texas State 
Legislature, a conference was conducted by a representative of 
the Commission with the carriers and fruit and vegetable. ship- 
pers, not only of Texas, but of Mississippi, California and other 
states, at Dallas, March 28 to 30, inclusive. The whole situation 
was very fully canvassed at that conference, which, however, 
failed to result in any agreement between the carriers and ship- 
pers as to what should be done. The carriers, after hearing every- 
thing the shippers had to say, expressed the view that freight 
rates were not the prime cause of the difficulty in which the 
growers find themselves; that they considered it doubtful whether 
reduction in freight rates would either benefit the carriers or 
stimulate the movement of traffic; that the difficulties result from 
bad market conditions and from a continued tendency to take too 
heavy a toll on the part of middlemen between the producers 
and consumers. For example, it was alleged that whereas cab- 
bage was bringing $6 per ton in Texas, it was selling for $140 
per ton in northern and eastern cities, a difference of $134 per 
ton, of which only $34 is represented by freight. A similar situa- 
tion was alleged to exist on onions, the growers receiving 90 
cents per bushel, whereas in northern cities they are sold for $5 
per bushel, the freight being not to exceed 60 cents per bushel. 

“We have investigated many instances of hardship in which 
it has developed to our satisfaction that it is not the freight rate 
that is preventing the movement, but-the economic and market 
conditions. The whole country is suffering the inevitable after 
effects of the war, many of which are controlled by economic 
forces of world-wide effect and cannot be overcome or readjusted 
suddenly or rapidly. The difficulties which the railroads and busi- 
ness generally are suffering in our country are the same as in 
all other civilized countries, and in the most of them in a more 
marked degree than in the United States. 

“This whole subject is receiving the most careful study and 
consideration. The bare operating expenses of the railroads 
consume more than ninety cents out of every dollar earned and 
more than sixty cents out of every dollar earned is paid out in 
compensation to the employes. It is obvious that until a wider 
margin can be established between the dollar earned and the cost 
of earning it conditions cannot substantially improve. This re- 
sult must be brought about through readjustment of operating ex- 
penses, the adoption of every possible and reasonable economy 
and gradual revival in business. We are not hopeless nor pessi- 
mistic as to the future. 

“It is believed that the resolution that has just been adopted 
by the Senate for the conduct of an investigation into the ques- 
tion of why the railroads have not prospered under the transpor- 
tation act will bring out all of the facts with regard to the oper- 
ating expenses and the high operating ratios and also any serious 
defects in management will doubtless be disclosed, and it is 
hoped that the means will be found of bringing about a condition 
that will warrant the Interstate Commerce Commission in re- 
ducing freight and passenger rates.” 





HOOVER ON FREIGHT RATES 


Secretary of Commerce Hoover in an address before the 
Chamber of Commerce of the United States at Atlantic City, 
April 28, had the following to say about transportation: 

“The railways in our country, more than any other place in 
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the world, are the keys of industry. No one can question the 
financial difficulties of the railways and the fundamental neces- 
sity of producing for them financial stability. But I conceive 
that the continued use of an emergency horizontal basis of rate 
increases can be seriously questioned. I believe any examina- 
tion of the rate-making structure of this country will show that 
it was based fundamentally upon charges varying to a rough 
extent with the value of commodities. This method was modi- 
fied by competition, and by the deliberate policy of the railways 
to stimulate local industries and local production. Horizontal 
rate increases have thrown the relativity of these rate scales out 
of gear, both as to value of commodities and zones of distribu- 
tion. The increase of the rate may amount to 5 per cent on the 
shipper’s value of some commodities and 80 per cent on others. 

“Our great industries have grown up in the supply of the 
cheapest transportation in the world for their basic raw ma- 
terials, with a higher differential on their finished products. We 
have many complaints of the hardship worked by the upset in 
ratio; complaints that it is readjusting the commercial and in- 
dustrial map of the United States; complaints that in some in- 
dustries the charge can be passed on to the consumer, while in 
others, such as agriculture, it falls largely upon the producer; 
and complaints that it is stifling production. 

“It appears to me that, even though the same total income 
must be earned by the railways, there must be a commodity and 
class readjustment in rates both in the interest of the com- 
munity and the railways themselves. Such a readjustment of 
rates was indeed forecast by the Interstate Commerce Commis- 
sion as a necessity at the time of the last horizontal rate in- 
crease. We must also look forward to ultimate reductions in 
rates if the economic levels of the country are to find an 
equilibrium.” 


SENATOR POMERENE ON HIGH RATES 


The Trafic World Washington Bureau 


In reply to a letter received from a paving and construc- 
tion company urging a reduction in freight rates for road and 
building materials, Senator Pomerene, of Ohio, member of the 
Senate interstate commerce committee, said in part: 

“I am disposed to agree with you that the rates are too 
high. Any adjustment of these rates, however, must have a 
proper relation to other traffic rates, and the Interstate Com- 
merce Commission is charged with this duty. 

“There can be no question about the serious financial con- 
dition of the railroads. This is a consequence of government 
operation during the war. 

“There must be a fair adjustment both of the classification 
and the wages paid by the railroads, as well as many other 
branches of industry. 

“This is an unpleasant and perhaps an impolitic statement 
to make; but as I conceive it, all honest, fair-minded men know 
this to be the case and by presenting the situation as it is we 
will be the better able to serve both employee and employer. 

“The sooner the real situation is recognized the more 
quickly industrial activities will be restored throughout the 
country.” 


WILLARD ON RAILROAD PROBLEMS 


(Address by Daniel Willard, President of the B. & O. R. R. Co., before 
the Pittsburgh Traffic Club, April 28.) 

When I had the privilege of addressing the Traffic Club 
of Pittsburgh seven years ago, I urged the necessity for higher 
freight rates for the railroads in the Eastern District. Shortly 
thereafter the Eastern carriers made formal request upon the 
Interstate Commerce Commission (which was granted in part) 
for permission to increase all freight charges five per cent. 

At the time of which I speak, freight rates had gradually, but 
constantly, been declining since 1887, as shown by the average 
rate per ton per mile, the decline having been brought about by 
the combined influence of competition and regulation. These in- 
fluences operated to bring the average rate per ton per mile from 
1.063 cents in 1887, down to .707 cent per ton mile in 1916—the 
lowest figure ever reached in this or in any other country, and 
lower, in fact, than conditions here actually justified. Since 1916 
freight rates in the United States as a whole have been increased 
on the average approximately 70 per cent, and passenger fares 
about 52 per cent. Despite these unprecedented increases, net 
earnings of the carriers as a whole are now smaller and more 
disappointing than ever before. The problem so developed since 
it is due primarily to the war, is very much in the public mind 
at the present time, and is, of course, receiving the earnest 
attention of the railroad executives. I have felt that a discus- 
sion of some of the matters and facts related to the problem 
might be timely and appropriate upon such an occasion as this. 

In 1914 five of the largest and most enlightened nations in 
the world, practically without warning and almost simultaneously, 
abandoned the ordinary pursuits of peace and for more than four 
years devoted their utmost efforts to the destruction of lives and 
property. Millions of men were at once withdrawn from their 
customary occupations and were either assembled and organized 
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as armies devoted to military purposes, or they were employed 
in the manufacture of material required by the war program, 
The economic effect of this change was soon observed in the 
steadily advancing prices of commodities and materials. Such 
changes, first noticeable in the countries directly engaged in the 
war, were soon reflected in the prices of materials in this anq 
other countries not at that time participants in the war. 

As prices advanced, due to an increased demand, together 
with a lessened world production, the cost of living gradually anq 
naturally went up, which was also followed, and necessarily go, 
by increased wages. The United States entered the world war 
in 1917, and by November, 1918, over 4,000,000 of our young men 
had been withdrawn from their ordinary pursuits and assembled 
as armies and they had not only ceased to produce, but actually 
created enlarged demands upon our factories, farms and labor. 
New and temporary cities were built for housing the new armies 
hastily created. Existing factories were enlarged and new fac. 
tories were built in response to an ever-increasing demand for 
the materials and munitions needed for the prosecution of the 
war. Immense warehouses were also constructed in which 
to store such materials until needed. A comparison of prices 
and wages as they were in 1914, at the beginning of the war, 
with those in effect in June, 1920, the date when the high point 
seems to have been reached, shows clearly the effect which the 
war and incidental changes had upon economic conditions jn 
this country. 

Assuming the cost of living to have been 100 per cent, in 
1914, it had reached 220 per cent, the high point, in June, 1920, 
Wages at 100 per cent in 1914 had advanced to 215 per cent in 
1920. The figures I have used are based on official reports and 
refer to conditions in the United States. The advance in cost of 
living and wages was very much greater in European countries 
than it was here. Since June, 1920, the cost of living in the 
United States has declined over 30 per cent, as shown by the 
latest and most reliable statistics. 

The high costs of 1920 were due directly to the disturbed and 
unsound conditions brought about by the war. The effect of the 
war upon the nations of the world was much like the effect of a 
serious fever upon the human body. As the fever runs its course 
the temperature rises higher and higher, the patient gradually 
getting weaker until at last the fever subsides. The subsidence 
of the fever is not infrequently followed by a complete or serious 
collapse. But if the patient can only hold out for a relatively 
short time convalescence begins and he gradually regains his 
strength and is often much better and stronger ever after. The 
feverish conditions brought about by the war seem to _ have 
reached the high point in this country last June. Since then 
the patient has been and still is in a more or less shaky and 
unsettled condition, but we have definitely passed the critical 
point, and recovery, I am confident, is under way. 


The actual war has now been ended more than two years. 
Men and women are getting back to their usual peace-time em- 
ployment, and the shortage of food and supplies in the world as 
a whole is gradually being made up, but the necessary processes 
of readjustment are still far from complete. For more than four 
years the leading nations of the world devoted their utmost 
energies toward destruction, and now the bill must be paid. 


In this day of the fast ocean liner, the airplane, the trans- 
Atlantic cable, and telephone, we are in effect much nearer the 
rest of the world than formerly, and, whether we will or not, we 
cannot be wholly immune from the ills which press down upon 
the rest of humanity, but we are so much better off than any 
other nation in the world, that our task incident to industrial and 
economic recovery ought to be relatively easy. Our national 
prosperity is largely influenced by conditions in the rest of the 
world, because the volume of our trade with the rest of the 
world has an important bearing upon our own industry, but ! 
shall not discuss that important and very complex question, be 
cause I do not feel competent to do so. 


But, however important our foreign trade may be, our il 
terior domestic trade is of infinitely greater importance. More 
than 105,000,000 people live within. the boundaries of continental 
United States, and our population has increased 42,000,000 within 
the last thirty years, or at the rate of 1,400,000 per year. Asa 
nation we shall surely continue to grow. With an area of over 
3,000,000 square miles, rich in all natural resources, we cal 
easily support a population four times as large as we have al 
present. While there is still in many parts of the world al 
actual shortage of foodstuffs and materials needed in industry, 
we in this country have an abundance of everything necessaly 
for our health and comfort. As a matter of fact, we actually at 
this time have more wheat, corn, cotton, wool, iron, coal at 
almost every other necessary thing than we need or can use. 
We have more than one-half of all the gold in the world. Our 
national debt, while large, is not beyond our capacity to beat 
and need not be disturbing. Our institutions are sound and ou! 
government is and will continue to be just what we make it. 


Why is it then that so many are inclined to be pessimistic 
at the present time? Briefly, it is because we are now paying 
for a dinner long since eaten, which is hardly ever a cheerful 


process. In this case, however, the price is not excessive, 18 
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easily within our means, and in any event it must be paid. Our 
peace program of house-building, road-building and general de- 
vyelopment was seriously checked, if not wholly stopped, by the 
war. We must get back to our normal peace-time activities and 
conditions. While prices are generally lower than they were a 
year ago, and are still falling, they are much higher than they 
were in 1914, and those who contemplate the expenditure of 
money for building and development purposes will naturally 
postpone such action as long as they believe, as many or most 
do, that prices will be lower still, a little later on, and that an 
investment then made would prove to be more profitable. I 
think most of us expect to see prices generally lower than they 
are at this moment. How much lower they will go no one can 
possibly know, but I feel confident that they will not go back 
to the 1914 basis. There is every reason to believe that, as 
prices more nearly approach the new normal basis, whatever 
that basis may be, industrial activity will quicken. As I see it, 
the more promptly we can now get back to a stable basis of 
prices, wages and profits, the better will it be for all. 


Railroads have felt the effect of the high cost of living like 
every other corporation or individual, but the resulting increase 
in railroad charges has been much less than the increase in 
almost every other connection. As the cost of living comes 
down, as it must and will, wages will also come down, and as 
wages and material prices come down, industry will quicken and 
railroad rates and charges will come down also. Wages con- 
stitute the largest single item in the cost of railroad operation, 
and the railroads are still paying wages fixed by governmental 
authority at a time when living costs were at the highest. The 
railroads today are doing not more than two-thirds of what they 
are equipped to do, but, unlike ordinary industries, they cannot 
reduce expenses in the same ratio that the business may fall 
off. The railroads, for instance, are obliged to keep stations 
open and operate a minimum number of trains for the conven- 
ience of the public, regardless of whether such service is profit- 
able or not. 


If I have correctly described and interpreted conditions as 
they now exist, what may we expect or say concerning the fu- 
ture, and particularly concerning the future of the railroads? 
Personally I feel confident and optimistic concerning the future. 
I believe that our country, because of its great extent and its 
rich natural resources, is going to continue to grow, in which 
event it is going to require the service of the steam railroads 
in ever-increasing measure. The people in this country have 
always favored an economic policy which permitted the indi- 
vidual the fullest and freest opportunity. We have respected 
the rights of property as we have respected the rights of labor, 
and I believe that in the past we have honestly tried as a people 
to deal fairly with both. I am confident that we shall continue 
to protect and encourage both in the future. We sometimes 
hear it urged that the government should own and operate the 
railroads instead of permitting the railroads to be held and 
operated by the owning companies under governmental regula- 
tion, as has been our policy in the past. I do not believe that 
the policy of government ownership of industry of any char- 
acter is necessary or desirable in our country, and I do believe 
that Congress, by virtue of the Esch-Cummins act, has made 
— the successful private operation of the railroads in the 
uture. 


It has been claimed by some who desire a change, that the 
railroads under private management cannot be operated so ef- 
fectively and consequently cannot perform as large a measure 
of service for the public as could be done with the same facili- 
ties under federal ownership or control. The fallacy of that 
argument is clearly demonstrated by the fact that during the 
year ended December 31, 1920, the 1,800 independent railroad 
companies in this country, reporting to the Interstate Commerce 
Commission, were able to so co-ordinate their efforts that they 
handled during the year 9,000,000.000 ton miles more than they 
ever handled before in the same length of time. This effective 
co-ordination on the part of the carriers was made possible by 
the Esch-Cummins act. 


There have been many in the past who, while favoring pri- 
vate ownership, have feared that it might fail as an economic 
Policy because of the inability of the carriers to secure adequate 
rates for the services which they perform, and on that account 
be unable to provide the new capital necessary for additions 
and betterments. Congress was fully advised concerning the 
Capital needs of the carriers and realized also that the necessary 
new capital could not be obtained unless the credit of the roads 
was sound and on a satisfactory basis. The transportation act 
of 1920 lays down a definite rule for the future guidance of the 
Interstate Commerce Commission in the fixing of rates, and it 
was clearly the intent of Congress to establish a rule which 
would sustain and stabilize the credit of the carriers. I assume 
you are all familiar with the rule to which I refer, and I will 
Not discuss it in detail, but, acting in accord with the provisions 
of the law, the Interstate Commerce Commission promptly 
franted, during the summer of 1920, such increases as the act 
justifies, and in my opinion the increases so granted would have 
been ample to fulfill the intent of Congress and the avowed 
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purpose of the act if we had not been confronted at the same 
time or shortly thereafter with an,almost unprecedented decline 
in business, brought about by the processes of readjustment 
which I have already adverted to, and resulting from the war. 


Rates as Cause of Depression 


It has been claimed by some that the depression in business 
was caused by the increased transportation charges. While I 
have no desire to minimize the effect of higher transportation 
charges, I am confident that during the last three or four months 
the business of the country as a whole would have been very 
little, if any, larger even if the railroads had carried the ton- 
nage offered free of any charge whatever. The decline in busi- 
ness was not caused by higher freight rates, but was brought 
about by the very same causes that made the higher freight 
rates necessary. Congress, in my opinion, has provided in the 
new transportation act a rule for rate-making which ought to 
restore and stabilize the credit of the carriers, and, if so, there 
is now no reason from that point of view to fear that private 
ownership will not continue. It should be clearly recognized, 
however, that we cannot afford to continue the policy of private 
ownership except on the basis of its complete success. We must 
have ample transportation facilities in a country such as ours. 

One other very important phase of the whole question at 
the present time is the labor problem as it affects the railroads. 
The railroads in the aggregate employ roundly 2,000,000 men and 
women, and out of every dollar which they collect from the 
public for the services which they perform from 45 to as high 
as 70 cents—varying from time to time—are paid out directly 
to the employes in the service of the carriers. Before the war 
the railroads paid for labor about 45 cents of every dollar 
earned. Since the war, and particularly since the period of 
readjustment began, the wage payment of the railroads has in 
some instances taken as high as 70 cents out of every dollar 
earned. That, however, does not reflect a normal or permanent 
condition. It does reflect a temporary situation, resulting from 
the war which will be properly adjusted as prices and wages 
zradually find a lower and more normal level. Congress has set 
up machinery designed to deal in an orderly manner with ques- 
tions which may arise in the future between the railroads and 
their employes relating to wages and working conditions. Con- 
gress clearly recognized the serious results which would flow 
from any considerable interruption of the transportation service 
in this country, which might be caused by disputes arising be- 
tween the railroads and their employes, and, not being willing 
to prohibit strikes by law, it sought to provide machinery which 
would assure to the railway employes at all times just as fair 
and reasonable wages and working conditions without striking 
as they could expect to obtain even if they did strike. While 
this provision of the act has been criticized somewhat by the 
companies and the employes as well, it can at least be said that 
by virtue of the act we have had continuity of service during 
a critical period of twelve months and during which time one 
of the most complex labor problems that ever confronted the 
railroads was being slowly worked out and adjusted. I am con- 
fident that the labor provision of the law will also be successful. 

I repeat that by virtue of the transportation act of 1920 
Congress, in my opinion, has made private ownership and opera- 
tion of the railroads possible, but whether private ownership 
will actually endure or not, having been made possible, will 
depend upon whether the people as a whole continue to want it. 
During the debates that took place in Congress while the Esch- 
Cummins act was under consideration, distinguished and able 
senators and congressmen united in saying that we had in this 
country, previous to the war, the best and most efficient trans- 
portation system by rail in the world. They also said that we 
had not only had the lowest transportation charges of any coun- 
try. but that railroad wages at the same time had been the 
highest. Private capital and individual initiative gave us in the 
past the best transportation system, with the lowest rates, in 
the world. Private capital and individual initiative, if given the 
opportunity, will also provide the necessary extensions in the 
future. and when the economic readjustment now under way 
shall have been accomplished. I venture to predict that the 
transportation charges of the American railroads will in the 
future, as in the past, continue to be the lowest in the world. 


SOLUTION FOR RAILROAD PROBLEM 


The Trafic World Washington Bureau 


A solution for the railroad problem, involving the purchase 
by the government of the 2,500,000 freight cars in round numbers, 
of the railroads through the issuance of 5 per cent bonds which 
would be turned over to the railroads. and the rental of the cars 
thereafter to the railroads at around $1.25 per car a day, was out- 
lined to President Harding May 4 by Samuel H. Barker, financial 
editor of the North American of Philadelphia, Pa. 

The way Mr. Barker has it figured out, the railroads could 
sell the government certificates and realize thereon approximately 
$3,000,000.000 which in turn could be applied by the roads on 
needed additions and betterments. He said under existing con- 
ditions the railroads lack ability to raise additional capital in any 
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large way and he said unless there could be great expansion of 
railroad facilities the activities of the American people were cer- 
tain to be restricted when the present industrial depression dis- 
appears. 

New freight cars, under Mr. Barker’s plan, would be fur- 
nished by the government. He estimated that about 700,000 would 
be needed in the next five years and that they could cost approxi- 
mately $1,350,000,000. That arrangement would take that much 
of the burden off of the railroads, he pointed out. He also recom- 
mended the pooling of all freight cars. Out of the rental the gov- 
ernment would get for the cars, he said, there would be enough to 
pey fixed charges, retire each year 1-15 part of the car service 
certificates or bonds issued by the government to buy the cars, 
keep the cars in repair and provide an amortization fund. Mr. 
Barker said objection to his plan on the ground that it was a step 
in the direction of government ownership of the railroads was 
not well taken as it would no more put the government in the 
transportation business than it is now in the commercial business 
of the country by reason of the fact that it issues money with 
which business is transacted. 

Mr. Baker said the President had asked him to submit the 
plan in writing so that it could be sent to Senator Cummins of 
the Senate interstate commerce committee. 


NEW LEGISLATION PROPOSED 
The Trafic World Washington Bureau 

Senator Frelinghuysen of New Jersey has introduced a bill 
authorizing and directing the Secretary of the Treasury to pay 
out of moneys not otherwise appropriated $8,800 to Henry 
Jones Ford, on account of service rendered as Interstate Com- 
merce Commissioner from June 11, 1920 to March 4, 1921. Mr. 
Ford served on the Commission as a recess appointee of Presi- 
dent Wilson, and as he was not confirmed by the Senate, he 
was not paid any salary. Enactment of legislation such as that 
proposed by Senator Frelinghuysen is necessary if Mr. Ford 
is to be paid for his service as a commissioner, 

Senator Willis of Ohio, has introduced a bill (S. 1318) 
amending section 407 of the transportation act, so that the Com- 
mission would have jurisdiction over consolidations of telephone 
companies. The bill provides, however, that before applications 
for approval of consolidations could come before the Commis- 
sion, the applicants would have to obtain the consent of the 
public service commission or other regulatory body of the state 
in which the telephone properties involved are situated. In the 
cases of companies situated in states that have no public service 
commissions, provision is made for applications being made 
direct to the federal commission. In such cases the Commis- 
sion would be required to notify the governor of the state in 
which the property was situated so that opportunity for hearing 
could be had. 

An identical bill was introduced in the House by Repre- 
sentative Graham of Illinois (H.R. 5526). 

Senator Cummins introduced a bill (S. 1346) providing for 
amendment of the interstate commerce act, so that the provi- 
sions of that act and all acts amendatory thereof would not 
apply to the Territory of Hawaii. 

Representative Edmunds of Pennsylvania, submitted in the 
House a joint resolution (H. J. Res. 90), giving to the President 
the authority in time of war or any other emergency to sus- 
pend all or any part of the La Follette Seamen’s act. 

A revision and clarification of paragraph 3 of the tenth 
section of the interstate commerce law which makes false bill- 
ing a misdemeanor is proposed in a bill (S. 1345) introduced 
by Senator Cummins. The section as it now reads applies only 
to a consignor, consignee or the transportation company. As pro- 
posed in the bill the section will apply to anyone offering prop- 
erty for transportation and attempting to procure its transporta- 
tion for less than the published rates by means of any false 
representation, false report of weight, false statement as to the 
character of goods or by means of any other device. 


Another offense defined by the proposed legislation would 
be the procurement or an attempt to procure the payment or 
approval for payment, in whole or in part, by a common Car- 
rier, of any claim for loss or damage or any claim purporting 
to be for loss or damage by the making of false statements 
or false representations as to the cost or value of such prop- 
erty, or the nature or extent of injury to such property, or by 
the use of any false paper in the support of such claim. The 
person making such false claim or false supporting paper would 
be deemed guilty of fraud. The punishment for either offense 
would be a fine not exceeding $5,000 or imprisonment in the 
penitentiary for not exceeding two years, or both. 

Experience with the paragraph of the tenth section as it 
stands has proved that courts are inclined to be exceedingly 
technical. One judge held that it did not apply to a consignee 
who had received the property by reconsignment. Another 
claim which the Interstate Commerce Commission has had to 
meet in its efforts to enforce the law is that a claim agent is 
not an agent within the meaning of the section nor an em- 
ploye. The paragraph, as proposed to be revised, makes no 
attempt to classify possible offenders, but by its terms covers 
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anyone guilty of the forbidden practices or attempts thereat. 
The Commission suggested to Senator Cummins the proposeq 
revision of the law. 

A bill requiring railroads to issue 1,000-mile mileage books 
at 2% cents a mile was introduced May 2, by Senator Robip. 
son of Arkansas. He said the measure was advocated by the 
National Council of the Commercial Travelers’ Association of 
the United States and allied associations. 

“It is believed that its passage would bring an immediate 
cash return to the railroads of between fifty million and one 
hundred million dollars, and at the time save the railroads ex. 
pense and inconvenience in clerical help, checking baggage and 
issuing tickets,” said Senator Robinson. ‘The present high pas. 
senger rate has resulted in a great decrease in earnings and has 
seriously interfered with the prosperity of business in general, 

“During the war it was advisable to discourage travel and 
high passenger rates were then justified, but the present rates 
have resulted in a curtailment by about one-half of the amount 
of travel normally due to commercial travelers and_ similar 
groups. This has had a deleterious effect on business gener. 
ally.” 

Senator Harris has introduced a similar bill, providing for 
interchangeable mileage books of not less than 1,000 miles each, 
at a rate of 3314 per cent less than the regular passenger-fare 
rates. 

When Senator Robinson introduced his bill Senator Dial, 
of South Carolina, inquired whether it would effect reductions 
in Pullman fares. Senator Robinson replied it would not, but 
that rates on Pullman cars were excessive and “in time will 
have to be reduced.” 

A bill (H. R. 5760) was introduced by Representative 
Sanders, of Texas, amending the interstate commerce act so 
that regulation of intrastate commerce would be reserved to 
the several states. 

Amendment of paragraph 5 of section 1 of the interstate 
commerce act by the addition of a paragraph giving the Com- 
mission jurisdiction over rates, tolls, tariffs, charges, rentals 
and royalties of all persons, firms or corporations engaged in 
the transmission of intelligence by wire or wireless is proposed 
in a bill (H. R. 5630) introduced by Representative McSwain. 


REPEAL OF TRANSPORTATION TAX 


The Traffic World Washington Bureas 


“The transportation tax is objectionable, and I wish it were 
possible to recommend its repeal, but this tax produces revenue 
in the amount of about $330,000,000 a year and could not safely 
be repealed or reduced unless Congress is prepared to provide 
an acceptable substitute,” said Secretary of the Treasury Mellon, 
in a letter to Chairman Fordney, of the House ways and means 
committee, made public May 2. Secretary Mellon discussed in 
the letter revision of the revenue laws. 

Several bills proposing repeal of the transportation tax have 
been introduced at the present session of Congress, and there 
is considerable sentiment in Congress favoring repeal of that 
tax. 

For the first three-quarters of the fiscal year 1921, the Sec- 
retary stated in his letter, expenditures totaled $3,783,771,996, 
of which about $600,000,000 went to the railroads. An estimate 
of about $545,000,000 for payments to the railroads in the fiscal 
year 1922 was submitted by the Secretary. He said this amount 
would be necessary to meet payments required by the _ trans- 
portation act, and also payments to be made by the Director 
General of Railroads in making settlements with the railroads. 

For the entire fiscal year of 1921 it is estimated by the 
Treasury that the total payments to the railroads will total $803,- 
551,212. This estimate includes payments under the transporta- 
tion act and payments by the Director General of Railroads. 





FEDERAL HIGHWAY COMMISSION PROPOSED. 


Senator Townsend, of Michigan, chairman of the Senate 
committee on post offices and post roads, has introduced his 
bill providing for the establishment of a post road and inter 
state highway system, and the creation of a federal highway 
commission, which would be composed of five members to be 
appointed by the President and confirmed by the Senate, at 4 
salary of $10,000 a year each. 

The duty of the commission would be to prepare plans for 
the interstate highway system contemplated by the bill. The 
bill proposes to appropriate $100,000,000 to be used in road work 
during the fiscal year ending June 30, 1922 and $100,000,000 for 
the fiscal year 1923. 


STATE SHOWS SYMPATHY 


The Department of Public Works of the state of Washing 
ton has authorized the Great Northern Railway to substitute 4 
three-time-per-week schedule for the daily service hitherto ret 
dered between Marcus and Oroville, and between those two points 
and Republic. The order is temporary and the company 1s 
required to make weekly reports of passenger, express, freight 
and mail revenues so that when indications point to a return 
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to more favorable conditions in the territory served, the depart- 
ment can “make such order as subsequent developments in 
trafic, revenue, etc., may warrant.” 

In tone the opinion which preceded the order is sympa- 
thetic with the railroads and condemnatory of government 
ownership. 

“We are convinced,” it says, “from a consideration of all 
the evidence, that the losses actually sustained by the company 
far outweigh any inconveniences or losses shown as likely to 
be incurred by the complainants. In fact, from the showing 
made, we seriously question the power of the department, under 
the guarantees of federal and state constitutions, to require the 
company to continue to give service at so material a loss. 

“Practically all railroads in the United States have under- 
gone the severe trial of government operation and management. 
Their mangled and neglected bodies have been returned to 
their owners to nurse back to a healthy financial and physical 
condition during a period even more trying than that through 
which they have so recently passed. The excellent service to 
which we have become accustomed cannot, under conditions 
commonly known to exist at the present time, be continued.” 


MONTANA RATES ON SAND, ETC. 


In line with the recent decisions of the Michigan and New 
York state commissions, reducing the intrastate rates on crushed 
stone, gravel and sand, the Montana commission April 28, issued 
a similar order. In the Montana case, however, the order dif- 
fers in that the reduction, which brings the rates back to their 
level of August 31, 1920, before the 25 per cent increase granted 
io Mountain Pacific territory under Ex Parte 74 became effec- 
tive, includes, in addition to the commodities mentioned, cement. 
The order is temporary in its effect, the rates called for going 
into effect May 20, and “continuing in force and effect to and 
including the 20th day of November, 1921, when the same shall 
expire without further action.” 

The cement rate is specifically ordered back to its pre-Ex 
Parte 74 level, but the temporary sand, crushed rock and gravel 
rate is built on a mileage bases, which allows 20 cents per ton 
additional for two-line hauls over one-line hauls for the same 
distance. The general level is, however, about what it was on 
August 31, 1921. 

In making the order, the Montana commission calls atten- 
tion to the fact that it reserved the right to review individual 
rates when it promulgated its order allowing the 25 per cent 
horizontal increase. It expresses the hope that the reduction 
in the rates on road building materials will aid the state which 
‘from an industrial and commercial standpoint is almost stag- 
nant.” It also accepts it as a fact that none of these com- 
modities will move under the present rates and that the volume 
which will move under the reduced rates will be a benefit to 
the carriers. 





SHORT LINE MEETING 


The annual meeting of the American Short Line Railroad 
Association will be held in Washington, D. C., at the New 
Willard Hotel, May 18 and 19. In the call for the convention 
the association says: 

“Conditions surrounding all classes of rail carriers in the 
United States, as well as in other parts of the world, have gone 
from bad to worse. This adverse condition must be overcome, 
and that can be accomplished through the combined intelligence 
and joint efforts of all interested parties. Short lines have suf- 
lered grievously and will continue to suffer if they do not join 
in the work of finding a solution of existing problems, especially 
those affecting their own interests. The situation demands the 
attention, and requires the attendance, of the ablest and most 
experienced officials of all the short lines.” 

Particular attention will be given tq the following questions: 

“What are the governing adverse conditions surrounding 
our railroads—especially member lines? What can be done to 
reduce the cost of operation arid maintenance? Do the present 
high rates materially reduce the volume of traffic? What condi- 
ons or circumstances will justify a reduction of present rates? 
_ “Has the Transportation Act of 1920 had a fair trial? What, 
ifany, amendments should be made to that Act; and what, if 
‘ny, amendments should be made to the Interstate Commerce 
Law? What, if anything, should be presented in behalf of short 
line railroads before the Senate Interstate Commerce Committee, 
Which has been authorized to investigate all phases of the trans- 
portation question? 
th “The records of the Interstate Commerce Commission show 
ree most of the short lines have neglected to give necessary at- 
pntton to the valuation of their properties. The value fixed 
th the Commission is vital to the owners, for the reason that 
a Commission is proceeding under the Transportation Act to 
— Plans for the consolidation of all carriers into a few sys- 
mone and it cannot, when authorizing consolidations or mergers, 
th Mit the owners of such properties to receive therefor more 

an the value fixed by them. 
a Fresent plans for exchanging transportation between the 
nk roads and short lines is proving very unsatisfactory. What 


should be done to meet that situation? 
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OHIO TRACTION RATES 
The Trafic World Washington Bureau 


Argument was heard by the Commission, May 5, in No. 
12123, in the matter of rates and fares for passengers charged on 
the lines of the Pennsylvania-Ohio Power & Light Company in 
the state of Ohio. Douglass D. Storey and Ralph J. Baker, coun- 
sel for the traction company, asked relief from the “restrictive 
and discriminatory franchise rates fixed by a franchise contract 
of the Village of Hubbard, Ohio,” in 1901, and enforced by the 
publie utilities commission of Ohio. 

The petitioner operates an interurban electric railway be- 
tween Youngstown, O., and Sharon, Pa., midway between which 
is Hubbard. Under the franchise contract complained of rates 
were prescribed not only for service within the limits of Hubbard 
but also for service between Hubbard and Youngstown and Hub- 
bard and Sharon. The rates under attack are those applying 
between the latter named points as no issue was raised as to the 
rates applying wholly within Hubbard. The traction company 
asks authority to raise the rates in issue to the interstate level. 

John J. Boyle, counsel for the Village of Hubbard, and J. H. 
Leighninger, counsel for the city of Youngstown, O., opposed the 
petition of the applicant on the ground that the Commission was 
without jurisdiction to set aside the franchise contract rates. 


NEW ENGLAND INCREASES 


The Trafic World Washington Bureau 


According to reports from Boston, the committee appointed 
by the governors of New England states to consider the applica- 
tion of New England carriers for permission to make a tempor- 
ary increase in intra-territorial rates, amounting to ten per cent, 
is prepared to make a report holding that the permission should 
not be granted on the ground that New England industries can- 
not stand another increase. 

That was substantially the position taken at the conferences 
called by the governors at the instance of the railroad executives, 
when the latter initiated the move for temporary help of the kind 
mentioned. The New England shippers said they had gone as far 
as they felt they could afford to go when they supported the appli- 
cations for increases which resulted in the decision in Ex Parte 
No. 74, and the backing they gave the New England carriers when 
they filed their complaint asking for larger divisions on traffic 
exchanged with their trunk line connections. 

E. J. Pearson, president of the New Haven, in a statement 
issued May 1, apparently in answer to the reports that the final 
recommendation of the committee would be in the negative, re- 
viewed the situation as to the New Haven, by pointing out that 
the cumulative deficit of that carrier up to the end of March of 
this year, excluding federal guarantees, since the beginning of 
1918, was $54,575,000. He said the accruing deficits have com- 
pelled the reduction of service, the deferring of maintenance, the 
stopping of all work of improvement and the accumulation of ob- 
ligations which will compel the continuance of such reductions in 
service, maintenance and improvement, for a long time to come 
in order that the deficits may be liquidated. 

He said these facts had been presented to the proper govern- 
mental authorities and he had no doubt they were receiving 
careful and full consideration. 


OPPOSITION TO HIGH RATES 


The Trafic World Washington Bureau 


Representative Mansfield, of Texas, declared in the House, 
May 3, that “one of the greatest needs appealing to Congress 
today” was “a very material reduction in railroad rates.” The 
necessity for such reduction, he said, was illustrated by the 
following article in a Texas (Palestine) newspaper: 

“The Michigan-Texas Oil Co. received two cars of drilling 
machinery to-day to enable them to deepen their well at Jarvis. 
This is the heaviest rig ever shipped to this section, capable of 
drilling 5,000 feet. 

“The rig was shipped from a point 40 miles east of Shreve- 
port, and the freight on the two cars amounted to nearly $1,400. 
Only a few years ago a similar shipment would have cost less 
than $300. Two flat cars, two days on the road, producing a 
revenue of $350 per day for each car has caused a great deal of 
comment here.” 

Mr. Mansfield let the matter stand at that without further 
comment. 

Representative Baker, of California, said producers of hay 
in the west were unable to ship hay to eastern points as they 
had in the past because of the “exorbitant freight rates.” 

“TI am advised that during the month of March there were 
three hundred and fifty-odd thousand idle cars that could have 
been used to transport this product and like products across 
the continent, but they were unused on account of the machinery 
of the railroads going down, because they are turning off more 
men, and those people are unable to ship the product,” said he. 

Mr. Baker submitted the following letter from F. F. Miller, 
traffic manager of the Nicholls-Loomis Company, Los Angeles, 
Calif. : 

“It is our understanding that there will be introduced at 
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the special session of Congress called for April bills repealing 
that section of the 1920 transportation act which directs the 
Interstate Commerce Commission to establish rates which will 
earn a specified return to the carriers on the value of the prop- 
erty they have devoted to transportation services. Under the 
present law the Commission is powerless to reduce rates unless 
they can show an increase in revenue will result from such re- 
duction. 

“The rates granted the carriers by the Commission in case 
Ex Parte 74 may have been reasonable at that time, but condi- 
tions have changed considerably since then and the present 
rates are very unjust and unreasonable. Following is a typical 
example of the conditions which have been brought about by 
rates established under the 1920 transportation act: We shipped 
a car of hay from Los Angeles to Lexington, Ky., the invoice 
value being $887.04, delivered Lexington; freight charges and 
war tax amounted to $482.92, leaving $404.12 net to us. These 
conditions are very discouraging. At the present time there 
are thousands of tons of alfalfa hay in the State of Nevada, 
which generally moves into this market, but owing to the exorbi- 
tant freight rates same is still in the fields rotting. 

“A recent report of the transportation lines showed over 
358,000 surplus cars on hand. This surplus is increasing weekly 
instead of diminishing. This condition can not go on much 
longer. Business can not return to normal until freight rates 
are reduced. 

“As the people’s representative we look to you for relief. 
We urge you to vote for any bill which will repeal the rate-mak- 
ing section of the 1920 transportation act. If there are no bills 
introduced at the special session, we ask that you introduce 
such a bill. 

“Prompt action is necessary to relieve the dangerous situa- 
tion which confronts American business at this time.” 

Representative Arentz, of Nevada, also said shipments of 
hay from his district were restricted by the high freight rates, 
and Representative Stephens, of Ohio, read a letter from I. N. 
Price & Co., commission merchants, of Cincinnati, who said 
“in line with the widespread discussion as to the effect of the 
high freight rates on the producing as well as the consuming 
end of the foodstuffs industry and distribution, we are outlining 
to you an instance wherein a car, containing 280 crates of cab- 
bage, was shipped to us from Bowling Green, Fla., to be sold for 
account of the shipper.” The cabbage was sold by the com- 
mission firm for $2.40 a crate, according to the letter, and the 
freight charges from Bowling Green to Cincinnati totaled $430.30. 
The freight charges were deducted from the gross sales of the 
car, the letter stated, and after deducting $95.20 for drayage 
and the cost of handling, there was a net balance of $146.50 for 
the grower. 


LAKE CARGO COAL RATES 


The Trafic World Washington Bureau 


The Commission has declined to suspend the tariffs filed 
by carriers under its special sixth section permission author- 
izing them to reduce the rail rates on lake cargo coal 28 cents 
a ton. Application for suspension was made by the Inland Steel 
Company, which contended that flagrant discrimination against 
it would result unless the tariffs were suspended until the car- 
riers could extend the rates so as to apply to Chicago rate 
points. The Inland’s plant is in that district. It informed 
the Commission that no coking coal was produced in the 
Illinois and Indiana mines; therefore, inasmuch as its com- 
petitors at Duluth and Milwaukee were able to obtain coking coal 
from Pennsylvania and West Virginia, they would be able to 
manufacture pig iron at forty cents a ton less than it could pro- 
duce ‘it, on account of the difference in freight rates alone. 

Luther M. Walter, attorney for the steel company, in his tele- 
gram on the subject, seemed to assume that the carriers were 
willing to extend the application of the rates to the Chicago rate 
territory. The negotiations between the carriers and the eastern 
mine operators carried on before the Commission for several days 
before the special permissions were issued, showed the Commis- 
sion that the carriers were not willing to extend the application of 
the rates south of the Jllinois-Wisconsin state line. Walter, how- 
ever, was not in those conferences, so he could afford to assume 
that the failure to include Chicago within the area of the applica- 
tion of the rates was an inadvertence, and not the matured deter- 
mination of the carriers not to give Chicago the benefit of re- 
duced lake cargo coal rates. 

No particular attention seemed to be paid, by the Commission, 
to the contention of Illinois and Indiana operators and their 
agents that the reduction in lake cargo coal rates would result in 
discrimination against them, probably for the reason that the car- 
riers that serve them are not the rate-making lines to the lower 
lake ports. A few of the Illinois and Indiana mines are served by 
carriers that also serve the lower lake ports, but they are not the 
carriers that serve the northwestern states where the competition 
between lake cargo coal, and fuel from the Illinois and Indiana 
mines come into the keenest competition. 

The first of the reduced rate supplements reached the public 
files on May 2, to be operative May 4. They were physically 
received even before the special permission authorizing them was 
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made public by the Commission, and those affected were adviseg 
in an authoritative way that a reduction was to be made. 


DELAY IN BUYING COAL 


The Trafic World Washington Bureg, 


That the public, in holding off from buying coal, is yp. 
wittingly contributing to the “vexations and burdens of the rajj. 
roads, already weighed down with vexations and troubles,” is the 
opinion expressed by Senator Elkins, of West Virginia, in a state. 
ment issued by him May 4. He said the question confronting the 
country was how to break “the buyers’ strike,” if such it may be 
called. 

“A sudden restoration of a market, and an attempt to crowd 
the hauling of the bulk of the nation’s coal in the fall and winter 
months will place upon the railroads a burden which they are 
admittedly unable to adequately discharge,” said the senator. 
“That will simply mean a repetition of the so-called coal famine of 
last year, which was per se a car famine. 

“It is proposed in bills before Congress to induce the public 
to lay in its fuel supply in ample season by authorizing and direct. 
ing a reduction in rates by means of seasonal rates. That ideg 
put into practice might prove effective. If it should, it is hardly 
likely to meet the present critical situation with the desired 
fromptness. That help would be likely to come rather late. 

“Under existing freight rates and scales of miners’ wages the 
prices for soft coal are as low as they are likely to be. Wages and 
freight rates are the main supports of the present market prices, 
The present wage scale has until April, 1922, to run. It is, there. 
fore, useless to hope for a reduction in wages as an aid to lower 
soft coal prices this year.” 

Senator Elkins cited figures to show that, on a yearly pro. 
duction of 550,000,000 tons, there has been an increase of $935- 
000,000 in wages alone over what it cost to produce soft coal be- 
fore the war. Freight rates, he said, had practically doubled since 
1914. 

“Where the average freight rate was about $1.50 a ton in 
pre-war days,” said he, “the average rate now is about $3 a ton. 
For long distances from the mines the rates run much higher 
than $3 a ton. The increase of $1.50, applied to a yearly produc. 
tion of 550,000,000 tons, represents an advance in the cost of soft 
coal to the consumers on account of freight charges of $825, 
000,000. Taken together, advances in wage scales and in freight 
rates since 1914, it is estimated, have added $1,750,000,000 to 
the yearly coal bill of the nation. 

“The conclusions to be drawn from the foregoing are that (1) 
the wage scales stand until April, 1922, a scale written under gov- 
ernment supervision if, indeed, not by government direction; (2) 
that any reduction in freight rates on coal is likely, if it comes 
and when it comes, to be too late to correct the present situation 
before the damage has been done; and (3) that the grave concern 
felt by the officials of the government over the coaling of the coun- 
try for next fall and winter is abundantly justified. The public’s 
interest and concern in this matter are second to no other. What 
the public needs is to clearly understand that by holding off it is 
assuming too great a risk on its own account.” 

Senator Elkins said approximately 200,000 miners were out of 
work and their dependents in distress. His state ranks second in 
the production of bituminous coal. 

Senator Cummins called a meeting of the Senate committee 
on interstate commerce for May 7 to consider the Frelinghuysen 
seasonal coal rate bill. 


COAL PRODUCTION REPORT 


The Trafic World Washington Bureau 


Production of soft coal in the week ended April 23 showed al 
increase over the preceding week, the total output being esti- 
mated by the Geological Survey, Department of the Interior, 2 
its weekly report under date of April 30, at 6,829,000 net tons, an 
increase of 294,000 net tons over the preceding week. > 

“In spite of the increase,” the Survey stated, “production }s 
still at the lowest rate touched-since the depression of 1914, 
except, of course, for the period of the great strike of 1919. _ 

“The following statement furnished by the American Rail- 
way Association shows the number of cars loaded daily: Apri 
18, 23,351; April 19, 21,070; April 20, 24,269; April 21, 22,566; 
April 22, 21,323; April 23, 14,601. — 

“Loadings on Monday and Tuesday of the week (April +” 
30), according to preliminary reports, were 46,781 cars, an iD 
crease of 2,360 cars over the first two days of the week pre 
ceding. This indicates a further recovery.” a 

“The railroads of the country had about 3 weeks and 5 days 
supply of bituminous coal in cars, stock piles and chutes on 
April 1,” the Geological Survey states in a preliminary repor 
on commercial stocks of coal as of April 1. led 

“Reports from 283 roads had courteously been assem) - 
by the American Railway Association up to Friday, April 29, we 
complete returns for all roads are promised. The 283 roads 
on hand 6,741,000 tons as of January 1, and almost exactly t™ 
same amount—6,737,000 tons—on April 1. This was equivales, 
to 26 days’ requirements at the going rate of consumption. T 
while the quantity of coal purchased currently by the roads 4 
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May 7, 1921 


parently decreased, their consumption had so decreased that their 
takings sufficed to maintain their reserves. It is not yet possible 
to state the railroad fuel stock in tons, but by expressing it in 
terms of weeks’ supply it may be compared with the stock on 
other dates. Like the majority of other consumers, the rail- 
roads are much better stocked with coal than they were in 1920, 
put have no such reserve as they carried in 1918 and early 1919. 

The Survey estimates that on April 1 total stocks of soft 

coal on hand were somewhere between 34 and 39 million tons, 
as against somewhere between 42 and 48 million tons on Jan- 
uary 1. 
"piecing together the available facts concerning production, 
consumption and stocks,” the Survey said, “it appears that the 
output during the first quarter of the year 1921 was 100,000,000 
tons; that consumption and exports were in round numbers 
108,000,000 tons, and that the deficit between production and 
consumption was made up by a draft upon consumers’ stocks of 
about 8,000,000 tons. 

“Moreover, this draft upon stocks did not end with March 
91, Although the returns for the week ended April 23 show an 
increase in production (6,829,000 tons as against 6,457,000 in the 
last week of March), the total output for April will fall short of 
the total consumption. Six million, eight hundred and twenty- 
nine thousand tons a week is not enough to meet our current 
requirements, even ijn the present atmosphere of business depres- 
sion.” 

The report gives an estimate of 2,250,000 tons of soft coal on 
hand at Lake Superior and Lake Michigan ports, as of April 1. 
This tonnage is called the “carry-over” from the tonnage that was 
moved last season to the upper lake ports. On April 1, 1919, the 
“carry-over” was 3,374,506 tons, but in 1920, 1918 and 1917, it was 
below 1,000,000 tons. 

The Survey explains that its figures for April 1 are only 
rough estimates and subject to revision. 


RATES ON COAL 
The Trafic World Washington Bureau 


Many letters are being received by President Harding calling 
attention to so-called mal-adjustments in rates on coal. Some ot 
the correspondence has all the earmarks of promotion. In fact, 
the United Mine Workers of America, in several districts of Ohio 
and West Virginia, appear to be laying down a regular propa- 
ganda barrage on the President, probably on the theory that, be- 
cause he believes rates and expenses of operation must come 
down, he is the man to do the reducing. In some of the letters, 
situations are being explained about which the Commission has 
not been advised, even by the traffic managers or attorneys for 
the mine operators who are supposed to be suffering by reason 
of the misalignment. 

Some traffic managers are calling attention to the fact that, 
in many instances where there has been a violent dislocation of 
the spread between rates on account of the varying percentages 
of increase in the four great territories, the carriers propose to 
restore the old relative adjustment by raising the rates in the 
lower rated territories. For instance, to Cincinnati the fact that 
southern carriers got an increase of only twenty-five per cent re- 
sulted in putting coal into that city from mines on the L. & N. at 
a freight rate of $1.75 while the rate from mines on the C. & O. is 
$2.10. Prior to Ex Parte No. 74, the spread was ten cents. 

Now the L. & N. is said to have in contemplation the filing of 
an application for permission to raise its rates from the Hazzard 
field in Kentucky twenty-five cents a ton, so as to restore the old 
spread of ten cents. That would place the coal from the com- 
peting sections on the old relationship. It would also give the 
L. & N. a larger increase than authorized in Ex Parte No. 74. 

_ _ One of the complaints made against the Commission is that 
it has been inclined to give the carriers, in such situations, the 
benefit of advances, rather than to require some kind of a com- 
Promise. The Chesapeake & Ohio, physically, is in Southern 
Classification territory, but, for rate-making purposes, it is con- 
sidered as being north of the Ohio and Potomac rivers. The Nor- 
folk and Western also has received the benefit of its theoretical 
location in the Eastern district or Official Classification territory. 

President’ Harding is not undertaking to make answer to 
the complaints he is receiving. He is sending them to the Com- 
Mission for its consideration. In a letter to C. F. Keeney, presi- 
dent of the United Mine Workers of America, District No. 17, with 
headquarters at Charleston, W. Va., Secretary McGinty, of the 
Commission, made the following explanation of the adjustment or 
mal-adjustment of rates on coal: 
19th. NG,President has referred to the Commission your letter of April 
enclosing . Bn by Ra wg pong wo agg _— he eae 
between the Ke cosas carga a s in coa reight rates 
irginia ac mem acker, Kanaw a and Fairmont fields of West 

npared with certain other fields specified. 
existing ——— is anxious to do all that it can to correct any 
do only whee ate inequalities yt fag a ge B may 
of such pl a 7 a ne « ° e og is re — to situations 
under the Interstate Commerce Act may permit. Under the Act. the 
Commission has power to nena cuaiione 1 f 4 ht 4 ee ‘ ly 
in a formal proceeding after full hearing, and therefore it is not in 
Position wee an ard a er ull hearing, anc erefore it is not in 
h ormal showing to require reductions or other 


attoses to be made, though it does make a practice of calling to the 
ion of carriers informally any situations known to it which 
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require correction, in an effort to bring about such correction through 
voluntary action of the carriers without the necessity of a formal 
complaint and proceeding on the part of the interested shippers. 

Your letter alleges that “because of the way in which the in- 
creases in freight rates were applied by the Interstate Commerce 
Commission, West Virginia coal is practically excluded from the 
markets set forth (in the enclosed statement), in as much as the 
freight rates are almost, if not entirely, prohibitive, and as a result, 
thousands of miners throughout the state of West Virginia are out 
of employment.”’ 

This is the first time that such an allegation has reached the 
Commission. Several conferences have been held with representatives 
of the coal operators of the districts in West Virginia 1eferred to in 
your statement relative to certain readjustments which they have 
thought desirable, but on no occasion has any such situation as is 
stated in your letter to exist been reported. 

In an effort to give you as much information as may be possible 
with respect to the matters set ferth in the statement attached to 
your letter, I beg to advise as follows: 

1. Your statement is correct in stating that this Commission in 
its report in Ex Parte 74 authorized carriers to increase freight rates 
in general in eastern territory 40 per cent; in southern territory 25 
per cent, and upon interterritorial movements 33144 per cent. The 
carriers were authorized to make these increases as representing the 
changes, which, according to the Commission’s judgment, were nec- 
essary to produce the revenue for the carriers, which the Commission 
is directed by the Transportation Act passed by Congress to allow 
them. The increases in question, as stated, apply upon traffic gen- 
erally, but in the report in question there were a number of excep- 
tions to the application of the general basis. With respect to coal the 
Commission stated that the rate should not be increased upon a 
straight percentage basis, but that the differentials between the re- 
spective mine groups of origin as existing at the time of the increase 
should be maintained. In as much as all the difficulty alleged by 
your letter to exist is stated to have resulted from a widening of 
differentials, it does not appear that any such widening which took 
place was due to the way in which the increases in freight rates were 
applied by this Commission, but in so far as such widening took 
place it was the result of action of the carriers, which is not in com- 
pliance with the Commission’s opinion. 

. In response to the Commission’s authorization, all carriers in 
the United States amended all their tariffs. Over 100,000 such tariffs 
changing the rates on commodities generally were filed with this Com- 
mission during a period of about two weeks. Manifestly this Com- 
mission could not possibly check up the correctness of rates con- 
tained in all of such tariffs to ascertain whether in all particulars 
they complied with the terms of the Commission’s opinion, though, in 
so far as possible this was done. 

However, the Commission has never felt that it was its duty to 
attempt to check tariffs as filed with the Commission, the burden 
under the law being upon both carriers and shippers to see that the 
correct rates are applied in each case, and the Commission has been 
in large measure ferced in actual practice to rely upon interested 
shippers for information as to rates filed by carriers which are in 
any particular improper. The coal operators of your district are 
thoroughly familiar with this ‘situation and know that they have the 
right to notify this Commission of any tariffs filed which contain 
rates of an improper character. 

No one has up to this time reported to the Commission that the 
situation is as outlined in the statement which accompanied your 
letter. In a few particular cases these maiters have heen called to. 
the attention of the Commission, and it has in each case taken the 
matter up as outlined below. To the best of my knowledge the only 
situations that have been reported to the Commission are those rela- 
tive to rates to central territory and the northwest, also Cincinnati 
and the other Ohio River crossings, and as to these points the only 
claim of undue discrimination or widening of differentials that has 
been presented has been with respect to the rates from the Harlan- 
Hazard fields of Kentucky. 

8. The situation as to points in central territory (referred to in 
your letter as C. F. A. territory), embracing Ohio, Indiana, Michigan 
and portions of Illinois, was brought to the attention of the Commis- 
sion soon after the effective date of the increased rates, it being 
alleged that the lines leading from Kentucky had applied only an 
increase of 3314 per cent, whereas the lines from West Virginia had 
increased the rates 40 per cent. Upon the matter being called to 
their attention, the railroads promptly filed tariffs to correct the 
situation effective October 5, 1920. However, the method which they 
elected to use was to apply an increase of 40 per cent from the Ken- 
tucky mines. Buyers of the coal in central territory, also the opera- 
tors in the Hazard and Harlan fields, claimed to the Commission 
that this would have the effect of making a greater increase than 
permitted in their rates, and the Commission suspended all the tariffs 
pending an investigation. Such investigation was made as promptly 
as possible and after a full hearing, which is necessary under the law 
before the Commission can decide such a matter, on January 26, 
1921, it issued a decision, which decision is referred to in the last 
paragraph on page 4 of your statement, authorizing the Kentucky 
lines to make effective the proposed rates to points in C. F. A. terri- 
tory with the exception of certain points on the L. & N. Railroad in 
Illinois. The rates in question have been filed and will become effec- 
tive May 3rd, and, therefore, it is my understanding that on that 
date the differentials between the West Virginia fields, on the one 
hand, and the Harlan and Hazard fields in Kentucky, on the other, 
will again become the same as formerly. 

To points in the northwest beyond central territory the Com- 
mission did not find the proposed rates justified because the com- 
plainants were not able to show that there was any fixed differential 
basis for constructing the rates in effect on August 25, 1920. The 
rates to the northwestern territory from West Virginia are today 
upon the same basis as they have been for years, viz., a combination 
of the rates to the Mississippi River plus the rates beyond. Each of 
the factors in question has been increased under this Commission’s 
autherity to the same extent as other rates in the same territory and 
no more, and therefore it is not apparent in what degree the rates 
to the northwestern territory are out of line. 

The situation as to Cincinnati, Louisville and the other points 
on the Ohio River mentionecl in your statement was not brought to 
the attention of the Commission until within the last thirty days, and 
then it was done by the railroads themselves and not, so far as 
known, by the shippers of coal from West Virginia. A conference 
was held about three weeks ago between representatives of the Ken- 
tucky and West Virginia railroads with representatives of the Com- 
mission, at which time plans were discussed for removing any dis- 
parity which might exist as between the Kentucky fields and the 
West Virginia fields. A tentative understanding was reached and it 
is the understanding that the carriers are now as rapidly as possible 
preparing the necessary tariffs for filing with the Commission. It is 
therefore to be assumed that as to these points also the situation 
will be disposed of in the near future. 

5. At no time, so far as I am able to determine, has there been 
any allegation made to the Commission that the situation as to 
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southeastern territory is in any Way “ut fof line, .and from the infor- 
mation given in your letter I am unable to determine just what the 
difficulty is, and therefore no :stqaps can be taken. If you will have 
more detailed information |prepayed showing just wherein the rates 
from West Virginia are out af \line with the rates from other districts, 
the points of destination ‘invalved, and outline whether or not the 
matter has ‘been ‘called ‘to jthe attention of the interested carriers, it 
will give me pleasure ‘to go into the matter further. 

The situatiqgn as to Atlantic ports and New England is the 
same as ouflined in the preceding paragraph with respect to south- 
eastern territory. mn other words, the Commission has not been ad- 
vised that in any particular the rates are at variance with any or- 
ders which this Commission has issued, are discriminatory, or that 
the differentials as compared with any other mine groups of origin 
have been unduly widened. If information is furnished with respect 
to this situation, I will also be glad to look into this matter. I also 
note your statement that loading, trimming and port charges at 
Hampton Roads have been increased in much greater amounts than 
at the northern ports, and that there is am unreasonable charge at 
Hampton Roads for water. No information with respect to either of 
these situations is in possession of the Commission, and if it is de- 
sired that the matter be looked into, data with respect thereto should 
be furnished. 

With respect to the Ohio state situation, I beg to advise as 
follows: 

Under this Commission’s opinion the rates from Ohio mine groups 
of origin should have been increase@ exactly the same number of 
cents per ton as the rates from West Virginia to all territory, as to 
which differentials existed on August 25, which includes Ohio. How- 
ever, the Ohio state commission, which has authority over the state 
rates in Ohio, refused to permit the earriers in that state to increase 
the rates more than a straight 4@ per cent, and this had the effect 
of widening the differentials as between the Ohio mines and the West 
Virginia mines on traffic to Ohia Gestinations. 

Under Section 13 of the Interstate Commerce Act the Commission 
has power, after a formal preceeding and full hearing, to remove 
any discrimination which may exist against interstate traffic in favor 
of intrastate traffic. However. no complaint with respect to this 
situation was filed with this Commission by anyone until April 16, 
and as yet no action has been taken upon the petition then filed. 

In so far as rates from Ohio groups of origin to Ohio destinations 
applied on interstate traffie which was directly under the jurisdiction 
of this Commission, the differentials were not disturbed as compared 
with West Virginia mines. For example, on the large volume of coal 
which goes to Lake Erie ports for movement, thence by water to 
foreign or interstate destinations, there was no widening of differ- 
entials whatever. Furthermore, for your information I beg to say 
that recently, after negotiations between the shippers, carriers and 
this Commission, it has been decided to reduce these rates from both 
West Virginia and Ohio groups to the Lake Erie ports on coal des- 
tined to Duluth, Milwaukee and other northwestern lake ports by 
28 cents per ton. This reduction, it is expected, will take effect about 
May 5, and is intended to stimulate the movement from the mines in 
question to the northwest in competition with mines in Illinois. As 
a matter of faet this reduction will have the effect of making a less 
differential er difference West Virginia over Illinois than existed be- 
fore this Commission’s opinion in Ex Parte 74 by approximately 15 
cents per ten... 

In closing I wish to make it plair. to ycu that at all times the 
Commissien has been desirous of correcting any discriminations or 
inequalities which may exist in freiyrht rates. However, as above 
stated, under the Commission’s opinion, earriers were not authorized 
to widen the differentials wherever swek differentials ¢«xisted, and 
any widening which has taken place has been without authority by 
this Commission and wherever such umazthorized widening has been 
ealled to our attention and suitable factss with respect thereto pre- 
sented, this Commission has done al} that it can to bring about a 
eorrection thereof. 

It sheuld also be clear to you that. there has been practically no 
complaint from the operators in the frelds which you represent with 
respect to these differentials otber than as above outlined, and it 
should also be borne in mind that at all times the railroads in ques- 
tion were perfectly free to correct the rates or the differentials 
merely by the printing and filing of tz.riffs with this Commission, and 
indeed it was their duty to do so in so far as any widening of the 
differentials may have taken place by reason of unauthorized tariffs 
filed following this Commission's opitaion in Ex Parte 74. 

I also wish to mention thz.t prior to your letter the Commission 
has not at any time been placed in possession of any facts which 
would tend to show that the mimes ‘in the West Virginia districts are 
in any worse condition than those of any other district. It is a well 
known fact that there is a general ‘business depression in the country 
as a whole; that industrial plants :are in many cases shut down and 
in others operating on short times that they are not purchasing coal 
in normal quantities; that practicevlly no users of coal are buying 
at the present time more tham enoujgh to meet their immediate needs. 
Manifestly this condition is net due wholly if at all to freight rates 
but to general world-wide econoroic and business and price conditions. 


M. & E. TEXAS ABANDONMENT 
The Trafic World Washington Bureau 


The Commission has grante:d the prayer of the Marshall & 
Kast Texas for further argumeat on Finance docket No. 31, in 
which it asked for a certificate «.f public convenience or necessity 
to abandon its railroad:. The -applicat:ion for further argument 
was called forth by the finding of the \tommission that the aban- 
donment of the railroad took -place before the effective date of 
that part of the transportation act reqviiring such a certificate as 
a condition precedent to abanda nment and said that no certificate 
was necessary. 

In its petition for further argument, the Marshall & East 
Texas pointed out that it had merely ceased operation of the rail- 
road; that the federal court had’ authoitized not merely cessation 
of operation but also abandomme nt, but that before the road could 
be abandoned the operative dat e of the transportation act came 
along. The road argued, thereft ‘re, that it must have a certificate 
from the Commission. It sugges! ed that if the court should vacate 
its permission to cease operation 1, Texas might contend that vaca- 
tion of that order restored the status of a railroad that had been 
authorized to cease operatior,. but had. not been abandoned. It 
suggested that the Commis3imi could. and should remove any 
doubt as to the propriety of aba ndonment by issuing a certificate 
authorizing it. 


_— — ~_ -— 
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WAGE REDUCTION HEARING 


Mr. McAdoo and the Railroad Administration were absolve 
from blame for the rundown condition of the railroads at the 
time of their return to private control, by W. Jett Lauck, eco. 
nomist, speaking for twelve of the largest railroad labor or. 
ganizations at the hearing on wage reductions before the Labor 
Board, April 29. According to Mr. Lauck, the harm had been 
done before the government took over the roads. For years 
prior to that the executives had been refraining from making 
necessary repairs, so that when the time came when it proved 
to be absolutely necessary they could issue additional stocks 
and bonds to cover the cost. The fact of the matter was, ac- 
cording to the economist, that the Railroad Administration had 
done much to better the condition of the rolling stocks and 
rights-of-way and would have done more had the railroads been 
allowed to remain under its protecting wing, “as we think they 
should have,’ he added. 

Following this statement, Mr. Lauck introduced his exhibit 
No. 22, a fair-sized volume entitled “Causes of the Present In- 
dustrial Depression.” In the words of the witness: “The gen- 
eral conclusion of this study is that the depressive influences 
have spent most of their force; that the factors of revival have 
begun to make their influence felt; that the depth of the de- 
pression already has been passed; and that the coming indus- 
trial phase will be marked by ascendent rather than depressive 
characteristics.” 

This exhibit, which contains excerpts from trade magazines 
and quotations from various statesmen and business men, finally 
reaches the conclusion that the bottom of the market, so far 
as wholesale prices are concerned, has been reached. This is 
expected by the labor leaders to offset the arguments advanced 
by the executives that the drop in the cost of living would 
probably continue and that, therefore, railroad wages should be 
curtailed, even as they were raised, to keep pace with soaring 
commodity prices. 

While the exhibit came to the conclusion that wholesale 
prices reached their lowest mark a few weeks ago, Mr. Lauck 
stated plainly that it was really the retail prices which interest 
the average railroad employe. He also asserted that, while the 
prices on the necessities of life would not suffer further reduc- 
tion, the price of railroad supplies, such as ties and steel, might 
be expected to continue to fall. He stated, in fact, in answer 
to a question by one of the railroad representatives, that the 
steel mills could well afford to reduce the cost of rails below 
the 1917 price and still be getting a high enough price to absorb 
any increase in the labor cost of producing them. On further 
questioning, however, he admitted that he had not taken the 
corresponding decrease in the salvage value of rails into account. 

The hearing adjourned April 29 until May 2. ; 

Samuel Higgins, newly appointed railroad representative, 
was present at the hearing for the first time April 29, W. L. 
McMeniman and B. W. Hooper having been present since April 
27. ; 
Inefficiency on the part of the men had more to do with the 
decline in the quality of railroad service than any dereliction on 
the part of the management, according to John Grunau, Presi- 
dent of the United Association of Railway Employes of North 
America, who testified May 2. Grunau, whose organization was 
responsible for the insurgent switchmen’s strike a year ago, re 
peatedly found fault with what he called the “old-line unions. 

“In my estimation,” he said, “90 per cent of the operating 
officials of today are capable, but many of the employes are be- 
low par. Since the ‘vacation’ movement of a year ago many of 
the roads and the oid-line union organizations have discrim 
nated against some of the most experienced employes. There 
will be inefficiency as long as these men are kept out of their 
jobs.” 

Thirteen other independent organizations were heard May 2. 
Among these was the Order of Railway Station Agents, repre 
sented by Earl H. Morton, president, who argued against the re 
duction in wages of this class of men proposed by the Pennsyl- 
vania Railroad and the Boston & Maine, and endeavored to show 
that the pay of station agents was far below the pay for similar 
work in other industries, such as company store managers 12 
mining and industrial communities, bank clerks, etc. The average 
wage of the railroad station agent is $136 a month of 204 hours. 
The store manager gets $230 to $265; and the bank cashier a2 
average of $267 a month. 

The chief clerk of the station agent gets an average of $140 4 
month, which compares with the pay of a chief clerk in a coal 
office of $170 to $202 a month, plus a vacation of two weeks. 


“The increase granted by General Order No. 27,” he said, 
“‘was based on the wage scale of 1915. It should have been based 
upon the wage scale of 1913, when the cost of living began to 
climb. Contrary to considering a reduction, this organization in 
December, 1920, asked an increase, and on a few divisions, the 
railroad did meet our committees and grant the increases asked. 

W. Jett Lauck, consulting economist for the A. F. of L., con: 
tinued his testimony before the Labor Board, May 4, the day § 
gist consisting chiefly of statistics regarding the cost of liviné- 
‘These were introduced with a view toward refuting the alles* 
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tions by railroad representatives that the wages of workers had 
risen a considerably greater percentage than the cost of living 
since 1915. 

In addition, he insisted that the statistics presented by the 
executives, to the effect that wages in other industries were 
lower than for corresponding work on the railroads, were errone- 
ous. He presented a table of wages for unskilled coal mine 
workers, building trades laborers, steel labor, longshoremen, 
municipal employes, navy yard men, arsenal employes and mar- 
ine workers. These, he said, were getting higher wages than un- 
skilled railroad employes. He called particular attention to the 
pay of steel workers, saying that the United States Steel Cor- 
poration paid their common labor 50 cents per hour, whereas 
the average for the same class on the railroads was 47.5 cents. 

E. F. Grable, president of the United Brotherhood of Main- 
tenance of Way Employes and Railroad Shop Laborers, depre- 
cated the attempt of the railroads to effect economies by cutting 
the pay of the “lowest-paid class of railroad workers.” E. H. 
Fitzgerald, general president of the Brotherhood of Railway and 
Steamship Clerks, Freight Handlers, Express and Station Em- 
ployes, was represented by George Easterly, who read a paper 
prepared by Mr. Fitzgerald, in which the charge that the present 
high cost of living was chiefly due to high wages was denied. 

The schedule of the hearings was changed, May 4, so as to 
make it possible to finish before the end of the week. 

A plea for delay in the rendering of a decision in the present 
wage dispute between the railroad managements and their em- 
ployes, in which “the managements, if they are not utterly 
blind to their own selfish interests, will join,” was made before 
the Labor Board, May 5, by B. M. Jewell, president of the rail- 
way employes’ section of the American Federation of Labor. 
Mr. Jewell asserted that if the wages of the workers are reduced 
before new rules and working conditions are agreed on, an agree- 
ment will not be reached before “the day of judgment.” The men 
and the roads, he said, would “find themselves in a controversy 
of redoubled bitterness,” which would finally bring about “a 
condition of utter chaos in the transportation industry.” 

“The reason for this is obvious,” continued Mr. Jewell, 
‘neither carriers nor employes can know what wage schedules 
mean or amount to until they know the rules by which these 
schedules are to be applied. We must have our yardstick before 
we can measure our cloth. The delay will be no longer than 
the railroads themselves make it. From the day the railroads 
were returned to private ownership we have endeavored to secure 
a speedy determination of the question of agreements, and the 
carriers rejected every overture we made. The responsibility 
for delay lies solely with the carriers.” 

Warren S. Stone, one of the spokesmen for the Brotherhood 
of Locomotive Enginemen and Firemen, denied, at the evening 
session, May 5, that the wages of railroad employes had kept 
pace with the cost of living or that they were in excess of those 
paid in other industries. ‘Wages of railroad employes have 
never climbed high enough to keep up with the war cost of liv- 
ing; and if the present trainmen’s wages were paid for five 
years, it would scarcely equalize the increases awarded in other 
classes of work.” 

The union representatives rested their case on the morning 
of May 6, at which time the managers took up their rebuttal. 
BE. H. Seneff, general solicitor for the Pennsylvania, and J. G. 
Walber, speaking for the eastern roads generally, attacked the 
voluminous exhibits entered previously by W. Jett Lauck, the 
consulting economist of the unions, pointing out what they con- 
sidered many inconsistencies. Mr. Seneff said that many of the 
methods suggested for saving large sums of money had been 
tried unsuccessfully, that others were impracticable and that 
still others were based on mere assumptions, which were con- 
trary to accepted facts. ‘Touching on the finances of the rail- 
roads, which were repeatedly under fire in the earlier part of 
the proceedings, Mr. Seneff said that these were always carried 
on under the eyes of the Interstate Commerce Commission and 
the various federal courts, as well as the U. S. Supreme Court, 
and that, long before the passage of the transportation act, a 
watchful eye had been kept on the railroad finances by the vari- 
ous state commissions. To accuse the roads of financial mis- 
Management, he said, was to accuse these bodies without excep- 
tion with the improper performance of their duties. 

_A statement signed by Charles H. Markham, president, 
Illinois Central; Hale Holden, president, Chicago Burlington & 
Quincy; H. E. Byram, president, Chicago, Milwaukee & St. Paul; 
W. H. Finley, president, Chicago & Northwestern; J. E. Gorman, 
president, Chicago Rock Island & Pacific, and S. M. Felton, presi- 
dent, Chicago Great Western, was presented to the board May 7, 
as a formal denial of a number of the charges made by the 
labor representatives. 

_ “We have felt,” said this statement, “that since charges of 
mismanagement having no relation to any matter pending before 
your honorable board continue to be made day after day in 
Statements before your board, we could not, in justice to the 
Properties we represent, refrain any longer from calling atten- 
tion to the irrelevancy, inconsistency and baselessness of these 
oarges and the purposes for which they obviously are being 

ade. 


“The sole purpose of these statements is to divert public 
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attention from matters actually pending before the board. They 
are bald propaganda intended to discredit private management 
and promote the Plum plan. We respectfully protest against 
the board continuing to allow hearings before it to be made a 
means of spreading this propaganda. 

“It is charged that in various ways the capitalization of the 
railways has been made excessive and that in this way a burden 
has been imposed upon the public. We deny that the capitaliza- 
tion of the railways as a whole is excessive. Even if it were, 
this would have no effect on passenger and freight rates since 
the transportation act and the Interstate Commerce Commission, 
in carrying it out, have specifically based the rates upon a valua- 
tion made by the Commission itself. 

“It is charged that the railways and concerns from which 
they buy fuel, materials, supplies and equipment are under the 
same financial control and that, in consequence, the railways pay 
excessive prices to these other concerns. Every railway buys fuel, 
materials, supplies and equipment from literally hundreds of 
different coal, iron and steel, lumber, and equipment companies 
all over the country, and the charge that the railways and all 
these concerns are under the same financial control is absurdly 
untrue. 

“Among the items of alleged ‘waste’ Mr. Lauck mentions is 
loss and damage. In 1917, the last year before government con- 
trol, payments for loss and damage to freight were only $35,000,- 
000. In 1919, after two years of government control, this had 
increased to $106,804,000, or 205 per cent. Mr. Lauck defends 
unified government control, but fails to point out that such a 
large saving in this item is possible because it was so increased 
under government control. He also fails to mention that since 
the railways were returned to private operation the American 
Railway Association has been carrying on a campaign to reduce 
loss and damage 50 per cent, which already is beginning to meet 
with great success.” 


EXPRESS CO. WAGE CUT 


The American Railway Express company announced at New 
York, May 4, that it had notified its 80,000 employes that it con- 
templated a revision in wages, effective June 1. The company’s 
statement follows: 

“In view of the changes in conditions that have occurred 
since the establishment of the present rates of pay and rules gov- 
erning working conditions, this company has given notice to all 
concerned of its desire to make effective June 1 a revision of 
rates of pay, and effective July 1, a revision of the rules governing 
hours of service and working conditions to a basis that will be 
fair and equitable. 

“The company is arranging a conference with representatives 
of the employes in the hope of arriving at an agreement mutually 
satisfactory. Failing to agree, the matter will be referred to the 
United States railroad board.” 


CLASSIFICATION OF R. R. EMPLOYES 


The Trafic World Washington Bureau 


The Commission has issued revised rules, effective July 1, 
governing the classification of steam railway employes and re- 
ports by the railroads of their service and compensation. Rail- 
road employes are divided into 148 classes under six main divi- 
sions as follows: 1. Executives, officials and staff assistants; 
2. Professional, clerical and general; 3. Maintenance of way 
and structures; 4. Maintenance of equipment and stores; 5. 
Transportation (other than train and engine); 6. Transporta- 
tion (yardmasters, switch tenders and hostlers); 6. (a) Trans- 
portation (train and engine service.) 


“The accompanying rules governing the classification of 
steam railway employes and reports of their service and com- 
pensation provide for more detailed reports to the Commission 
relative to railway employes than have hitherto been required,” 
the Commission said in a notice to carriers. ‘The resulting 
statistics are intended to meet the needs of both the United 
States Railroad Labor Board and the Interstate Commerce Com- 
mission. The classification of employes was worked out by the 
Labor Board. The information required concerning each class 
or so-called reporting division is largely in accord with the 
recommendation of the Director General of Railroads, with some 
modifications as the result of conferences and hearings held 
jointly by the Labor Board and the Commission at which repre- 
sentatives of labor organizations and carriers were present. It 
is requested that a duplicate copy of each monthly wage report 
made to the Commission be sent to the United States Railroad 
Labor Board, Kesner Building, Chicago, III.” 


Cc. R. R. OF N. J. BOND GUARANTY 


The Central Railroad Company of New Jersey has applied 
to the Commission for permission to renew its gvaranty of the 
payment of the principal and interest of the American Dock and 
Improvement Company first mortgage bonds, aggregating $4,987,- 
000, and which mature July 1, 1921, and are to be extended to 
July 1, 1936. 
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EXPRESS RATE PROTESTS 


The Trafic World Washington Bureau 


Emphatic protests to the Commission by shippers who were 
being hurt by the express rate situation brought about by the 
restrictive rules in the American Railway Express Company’s 
tariffs have caused the two express companies to come to an 
understanding whereby the conditions at Jacksonville, Savannah 
and Bristol have been bettered. They have agreed to handle 
business out of those points on what is known as the “tonnage 
basis.” That is to say, the express company at the point of 
origin will deliver the shipment to the company having the de- 
livery. The company which takes the freight from the point 
of origin will take it to the nearest junction on the shortest 
route, and there deliver it to the delivering carrier for carriage 
to destination. At the end of the month they will settle their 
accounts. 

This arrangement, however, does not satisfy the Southeast- 
ern Express Company and, unless its officers change their minds, 
they will file a formal complaint asking for the establishment 
of through routes and joint rates via the most expeditious 
routes, on the theory that the short-hauling prohibition does 
not apply to express companies. That theory, it is said, is sup- 
ported by the decision of the Supreme Court of the United 
States, in the case of Wells Fargo & Co. vs. Taylor, 

The arrangement made after the protests began coming to 
the Commission and the express companies is not in accordance 
with the terms of the restrictive rules carried on the tariffs 
which the Commission declined to suspend and which, there- 
fore, became operative May 1. But the disregard of the restric- 
tive rules does not hurt the shipper, so it is not likely that 
that disregard will cause the companies to be haled before the 
Commission for an explanation. 


S. E. EXPRESS CO. TARIFFS 


The Trafic World Washington Bureau 


The American Railway Express Company has filed with the 
Interstate Commerce Commission a blanket supplement to 3,494 
tariffs, adding the Southeastern Express Company as a party to 
its publications applying to and from the territory traversed by 
the new express company. 

Tariffs of the Southeastern Express Company became oper- 
ative May 1, when that company officially began business as a 
common carrier by express over the rails of the Southern System 
and its affiliated Companies. The Commission refused to sus- 
pend tariffs whereby the new company from New York and 
other eastern points, adopted the rates of the American Rail- 
way Express Company. Protests against that adoption were 
considered, but the Commission could not see its way clear to 
suspend them because suspension would have left points served 
exclusively by Southeastern offices without any rates from the 
north other than combinations. 

The tariffs that became operative contain a routing rule, 
supposed to have been forced in by the older express company, 
which assure to the older company the long haul to points where 
both companies have offices. For instance, Chattanooga, Tenn., 
is a point served by both companies. Under the protested rule, 
traffic from New York or other eastern points will be kept on 
the rails of carriers over which the American Railway Express 
Company operates, no matter how long the route may be. The 
Southern rails make the short route to Chattanooga vit Potomac 
Yards. Under the routing rule, however, the American keeps 
the traffic on the rails of companies over which it operates, not- 
withstanding, according to the representations of the protest- 
ants, that the route of the American is much longer. The short 
route would give the American the haul from New York to 
Potomac Yards, and the Southeastern beyond. 

Suspension of the tariffs containing the routing rule would 
not have created a through route and joint rate arrangement be- 
tween the two carriers. The two companies, on traffic consigned 
to points served only by one or the other, made joint rate and 
through route arrangements for the utilization of the short-line 
rails. For instance, to Citico, a short distance from Chattanooga, 
the arrangement will result in the use of the short line, while to 
Chattanooga the long route will be used. 

Under the interstate commerce law the Commission can 
order the companies to short-haul themselves if and when it 
is of the opinion that the route of either company is unduly 
circuitous. But it cannot order the making of such arrange- 
ments except and until it has held a hearing and come to the 
conclusion that a given route is unduly circuitous. 

In the correspondence on the subject the older company 
said that it would increase the celerity of movement over its 
longer routes so that the shipper will be able to obtain expe- 
ditious service over routes of which the all-American route from 
New York to Chattanooga is believed to be illustrative. 

Refusal of the Commission to suspend the American Rail- 
way Express Company’s supplement, issued under special per- 
mission No. 52586, dated April 13, purporting to add the South- 
eastern Express Company as a participating carrier in the tariffs 
of the American and its other connections, has created a situa- 
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tion in the southeastern part of the country that is contrary to 
nearly all conceptions of transportation situations. Large Cities 
in the southeast, such as Atlanta, Chattanooga and Nashville, 
so far as express rates and service are concerned, are not on 
the direct lines of travel, while nearly every small community, 
for such purposes, is on the main lines of travel over which joint 
rates apply. 

Atlanta is not on the main line of travel between New York 
and New Orleans. Nashville and Knoxville, in an express service 
sense, are 263 miles from each other, if not 403. The short line, 
the one that makes the freight rates and passenger fares, is 
217 miles long. The express rates, however, do not apply over 
it. Every city in the southeast where there are offices of the 
two express companies has been deprived of through route and 
joint rate arrangements, while every place which has an office of 
only one of the two companies, apparently, has been given the 
benefit of the through route and joint rate arrangement which the 
Commission said should be established, when Franklin K, Lane 
had completed the big express investigation, and the Commission 
had approved his scheme of stating express rates in accordance 
with the rules of the block system. This is the outcome of the 
organization of the Southeastern Express Company, and the tak- 
ing over by it of the express business, on May 1, over the rails 
of the Southern Railway System, consisting of the Southern 
Railway, Mobile & Ohio, Cincinnati, New Orleans & Texas Pacific 
and their affiliated lines. No point on the Southern System 
touched by any other railroad over which the American Rail- 
way Express Company operates has had the benefit of through 
route and joint rate arrangements since May 1, when the special 
supplement purporting to show the Southeastern Express Com- 
pany as a party to the tariffs of the American Railway Express 
Company and its connections, other than the Southeastern Ex- 
press Company, became effective. 

It is believed the Southeastern Express Company will file 
a formal complaint against that situation. Judging from the 
telegraphic protests of shippers in the southeast, especially the 
shippers of fish, shippers will intervene in that complaint or 
file complaints on their own account. The Southeastern Express 
Company protested against the special supplement. It alleged 
in effect that it was not in accordance with the understanding 
it had reached with the American Railway Express Company, and 
certainly not in accordance with its wishes to be shown as a 
participant in through route and joint rate arrangements in con- 
nection with the older company. 

The effect of the special supplement is to cut out the 
Southern System as part of any through route between any of the 
cities in the Northeast and west to any point in the South where 
both companies have offices. It confines traffic originating in 
the North, East and West, destined to common points, to the 
rails of carriers over which the American Express Company op- 
erates, regardless of how long the all-American route between 
any two points may be. The special supplement carries the 
prohibition against short-hauling to the farthest possible extent. 

According to the protest of the Southeastern Express Com- 
pany, it expected the American Railway Express Company to file 
a supplement showing the adoption by it of all the rates, rules 
and practices of the older express company to common destina- 
tions, involving hauls over the usual routes embracing the South- 
ern Railway System. Instead, however, the special supplement 
filed by the older express company contains limitations that have 
the effect hereinbefore set forth. On the first page the special 
supplement shows the Southeastern Express Company as having 
filed concurrence, “Ex 4,” which, to even the well-informed ship- 
per, it is believed, means nothing more than that the two com- 
panies have joined in a through route and joint rate arrange 
ment. Under the letters and figures showing the concurrence 
is printed the following direction: “Refer to tariffs as enu- 
merated herein, and add the Southeastern Express Company as 
a participating carrier.” 

On the inside pages under the caption, “List of tariffs sup- 
plemented hereby,” are the words, Amend the application of all 
the tariffs shown in this section filed with the Interstate Com- 
merce Commission, Canadian Railway Commission and State 
Commissions by adding the following rules: 

“This tariff will apply from offices of the American Railway 
Express Company to offices of the American Railway Express 
Company, Canadian Express Company, Canadian National Express 
Company and Dominion Express Company; also from exclusive 
offices of the American Railway Express Company to exclusive 
offices of the Southeastern Express Company; also from exclu- 
sive offices of the Southeastern Express Company to exclusive 
offices of the American Railway Express Company, Canadian Ex 
press Company, Canadian National Express Company and Do- 
minion Express Company; also from offices of the SoutheasterD 
Express Company to offices of the Southeastern Express Com- 
pany.” 

Under the caption “routing,” the special supplement contains 
the following: “Shipments destined to offices reached by both 
the American Railway Express Company and the Southeaster2 
Express Company shall be forwarded by the company receivins 
same from the shipper over its own lines to destination.” 

In effect, the protesting express company contended the 
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special supplement was not really what its title page purported 
to show it to be. In freight tariffs, rules for the application of 
rates are Shown under a caption reading “application,” or “appli- 
cation of rates.” In this tariff the restrictive rules are carried, 
except as to routing, under the caption, “list of tariffs supple- 
mented hereby.” 

A number of shippers apparently read the supplement care- 
fully and discovered the limitations which have the result of 
making it impossible for any through route and joint rate ar- 
rangements to apply over routes embracing the rails of any part 
of the Southern Railway System, if the traffic is destined to a 
point common to both express companies. They protested; but, 
from the fact that protests began coming in from shippers in 
the Southeast either just about the time the special supplement 
became operative or soon thereafter, it is inferred that all ship- 
pers did not sense the meaning of the restrictive clauses under 
the heading, “list of tariffs supplemented hereby,” until the op- 
erative date was upon them. The fish shippers at points on the 
South Atlantic coast did not learn of the significance of the 
limitations until the American Railway Express Company began 
declining shipments over the Southern’s rails to important cen- 
ters in the South common to both express companies. 

The American Railway Express Company, in defending itself 
against the protests, told the Commission that it would “kick up” 
its schedules over roundabout routes so that shippers over them 
would obtain as expeditious service as over the more direct 
routes. 


FILING OF OVERCHARGE CLAIMS 
The Traffic World Washington Bureau 


In accounting circular 157-B, signed by L. J. Tracy, Comp- 
troller for the Railroad Administration, promulgated May 2, 
modification of course respecting overcharge claims is provided 
for as follows: Claims against Director General of Railroads, 
as agent, for overcharge in excess of published tariff rate, where 
filed with Commission prior to March 1, 1921, will be handled 
in accordance with accounting circulars Nos. 157 and 157-A. 
Claims which have not been filed, may be filed on or before 
Sept. 1, 1921, direct with appropriate carriers, and where found 
by the Director General meritorious, will be paid. This will 
authorize handling on their merits of any overcharge claims 
filed with the carrier prior to February 17, 1921, but which 
carrier failed to file with Commission, as directed by Circular 
No. 157. 


Director General Davis hopes and believes that, in having 
this circular issued he disposed of all the phases of the over- 
charge claim trouble over which he has control in such a way 
that claimants will be satisfied and further legislation will be 
unnecessary. He consulted with Senator Cummins on the leg- 
islative phase of the situation. As to the attitude the Railroad 
Administration should take, there were consultations between 
the Director General and the members of the law staff, all with 
a view to relieving the situation from the harshness that would 
result from the holding that section 206 (c), requiring claims 
against the Railroad Administration to be filed within a year 
from the end of federal control, applied also to demands for the 
return of the excess over legal rate. 


The new ruling does not reverse the prior ruling that the 
section does apply. It is merely notice that the Railroad Ad- 
ministration believes itself warranted in disposing of claims 
for the return of overcharges notwithstanding that a technical 
view of the statute might require a different view. 

Three classes of overcharge claims are recognized by the 
hew circular. The first is composed of those which were filed 
with the Commission prior to March 1, 1921. They are to be 
handled in accordance with the circulars which gave the effect 
of John F. Finerty’s legal opinion that section 206 (c) does cover 
overcharge claims. They are to’be handled in accordance with 
prior circulars on the subject. 

The second class is composed of the claims which did not 
reach the files of the Commission prior to March 1. As to them, 
the day of grace has been extended to September 1. Such claims 
may be filed with the appropriate carriers; that is, with carriers 
that exacted the overcharges. The Director General will pay 
such of them as he finds meritorious. 

The third class is composed of those claims which shippers 
filed with carriers but which the carriers did not file with the 
Commission prior to March 1, 1921, in accordance with instruc- 
tions issued to them directing them to send to the Commission 
all such claims that had reached their files prior to February 
17,1921. As to such claims, the carrier is to dispose of them in 
accordance with the terms of the first circular on the subject, 
No. 157. The shipper is not to be punished for the neglect or 
Inability of the carrier to file the claims in Washington. 

As to what becomes of the claims which the Director Gen- 
eral concludes are not meritorious nobody knows. So far as 
now appears they will be barred. What a court might say is 
another matter. The Commission has no jurisdiction over 
Claims. Its jurisdiction ends when it has told a carrier that its 
rules for handling them are or are not reasonable or free from, 
or tainted with, undue prejudice. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 


(Supreme Judicial Court of Massachusetts, Suffolk.) Where 
defendant express company engaged to transmit for plaintiff 
money to plaintiff’s sister at Erivan, Russia, a city in the Cau- 
casus Mountains, near the Persian frontier, and plaintiff knew 
that defendant company did not undertake itself through its 
own agents to deliver the purchased rubles, but that it agreed 
to transfer them through corresponding sub-agents to plaintiff’s 
sister at place of destination, unless the selected sub-agents in 
Russia were not suitable persons to receive and transmit the 
money, plaintiff is not entitled to recover from defendant com- 
pany as for breach of its contract through failure to deliver the 
funds to the payee.—Alemian vs. American Express Co., 130 
N. E. Rept. 2538. 

Where plaintiff desiring to transmit funds to Russia, ex- 
onerated by written agreement defendant express company for 
any loss occasioned by errors or delays or for the acts or omis- 
sions of the correspondents or agencies necessarily employed, 
and assumed all risks, and defendant express company had no 
actual or constructive knowledge that plaintiff could not read 
English, and his signature was not procured by fraud, misrepre- 
sentation, and concealment of the terms of the agreement, plain- 
tiff cannot recover on account of failure to deliver the money 
to the payee, defendant express company having duly trans- 
mitted it to its Russian correspondents.—Ibid. 

(Court of Civil Appeals of Texas, Texarkana.) The carrier 
issuing a through bill of lading which, under Rev. St. art, 711, 
makes it liable until the goods are delivered, may bind itself 
to transport beyond its own line under article 731, but its lia- 
bility as carrier is limited under article 712, if it uses due dili- 
gence to notify the consignee and the goods are not taken by 
the consignee within a reasonable time after such notice, after 
which time the carrier is liable only as warehouseman.—Hines, 
Director-General of Railroads, vs. First Guaranty State Bank of 
Aubrey et al., 228 S. W. Rept. 668. 

Whether a reasonable time for the removal of the goods had 
elapsed since notice of their arrival to the consignee varies with 
the circumstances of each particular case, but when the facts 
are undisputed the question of what length of time is reasonable 
becomes one of law to be determined by the court.—Ibid. 

Where the consignee’s agent was notified of the arrival of 
the goods immediately thereafter, but, though he was situated in 
the vicinity of the depot, he did not attempt to remove the goods 
for four days thereafter, a reasonable time for removal had 
expired, and the carrier was liable only as warehouseman.—Ibid. 

Though a carrier’s liability has become that of warehouse- 
man only, he was liable as such for permitting a shipment of 
meal to remain in the car in which it was shipped, and which 
had a leaky roof and walls, so that the meal was injured by 
water.—Ibid. 

Under Rev. St. arts. 711, 712, an initial carrier who con- 
tracts to transport the goods to destination and there deliver 
to consignee is liable as warehouseman for damages to goods 
while remaining in the car in which they were shipped after 
their transportation by a connecting carrier.—Ibid. 

The fact that a carrier had no depot or warehouse at the 
place of destination within which to store the goods does not 
relieve its liability for permitting them to remain in a leaky car, 
though it had the right to warehouse the goods in a car, which 
in the exercise of ordinary care was a safe and suitable place.— 
Ibid. 

CONVERSION 


Carrier Not Guilty of Conversion When Right of Inspection Is 

Authorized: 

(Court of Civil Appeals of Texas, Texarkana.) Where seller 
authorized railroad to allow buyer to inspect goods without ad- 
vance payment of draft and delivery of bill of lading, without 
stipulating in what particular place and manner the inspection 
should be made, the railroad did not violate instructions by 
placing the car containing the goods on the privately owned 
track of buyer adjacent to buyer’s warehouse for the purpose 
of enabling buyer to properly inspect goods.—Pittman-Harrison 
Co. vs. Fox Brothers et al., 228 S. W. Rept. 579. 

Where railroad placed car containing goods on buyer’s pri- 
vately owned track adjacent to its warehouse to enable buyer to 
properly inspect goods before payment of draft and delivery of 
bill of lading pursuant to instructions from seller to allow 
inspection, and where samples of goods were taken from car to 
warehouse for purposes of inspection and kept therein from 
March 26 to April 8, because of absence of shipping list neces- 
sary to proper inspection, and where on inspection the goods were 
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rejected for non-compliance with order, and the railroad on being 
so informed again took possession, there was no conversion by 
buyer, the buyer having had possession merely for the purpose 
of inspection.—Ibid. 

Where seller of goods of particular variety authorized rail- 
road to permit buyer to inspect goods before payment of draft 
and delivery of bill of lading, the buyer was entitled to make 
such inspection as would enable him to ascertain whether the 
goods complied with contract.—Ibid. 

Conversion is any distinct act or dominion wrongfully ex- 
erted over one’s property in denial of his right or inconsistent 
with it.—Ibid. 

(Court of Civil Appeals of Texas, Texarkana.) A carrier 
which delivered cotton to a compress company instead of the 
named consignee, taking a receipt from it to hold it for the con- 
signee, was guilty of a conversion and liable for its destruction 
by fire while so held by the compress company.—Hines, Director- 
General of Railroads, et al. vs. Jordan, 228 S. W. Rept. 633. 

In an action for destruction by fire of cotton delivered to 
a carrier for transportation and delivery to a named consignee, 
wherein it appeared the carrier delivered it to a compress com- 
pany for the consignee, a finding that the consignee did not 
waive the misdelivery held warranted, where his own testimony 
that, when informed by a buyer of his having the cotton at the 
compress, he requested the buyer and others to go and look at 
it and say what they would give for it, was the only testimony 
tending to show it.—Ibid. 

“Waiver” is an intentional abandonment of a known right, 
and there can be no waiver unless it is so intended by one party 
and so understood by the other or one party has so acted as to 
mislead the other and is estopped thereby.—Ibid. 

Where, at the time of trial, railroads had been returned to 
private ownership, the Director-General is no longer a proper 
party to a cause of action for conversion, arising during federal 
control, but the action should proceed against the agent des- 
ignated by the President pursuant to act Cong. Feb. 28, 1920, and 
the United States is not a proper party except through said 
agent.—Ibid. 

Measure of Damages for Failure to Furnish Cars: 

(Court of Appeals of Georgia, Div. No. 1.) Although a ship- 
per who has sustained damage by reason of a breach of the 
common law duty of a railroad company, as a common carrier, 
to furnish cars for the transportation of freight within a reason- 
able time, is not prevented by the act of 1907 (Ga. Laws 1907, 
p. 84; Civil Code of 1910, p. 2774 et seq.) from instituting a 
common law action for damages, instead of pursuing the remedy 
provided by that act, touching the failure of a railroad company 
to furnish cars to a grower of perishable products (Southern 
Railway Co. vs. Moore, 133 Ga. 806; 67 S. E. 85, 26 L. R. A. 
(N. S.) 851, yet where the suit is instituted under that act, 
the exclusive measure of damages is the market value of the 
product (with interest thereon, less cost of carriage and the 
usual expense of selling) in the market to which the shipper 
intended shipping it, on the day it would have arrived had it 
been carried in the usual course of transportation on schedule 
time for such freight. And in order to obtain damages in such 
a case the shipper must in writing notify the agent of the rail- 
road company of the market to which he intended shipping his 
product. Civil Code 1910, pp. 2774, 2775.—Thompson vs, Atlan- 
tic Coast Line R. Co., 106 S. E. Rept. 322. 

Moreover, even if the action were based upon the common- 
law liability of a carrier for the failure to furnish cars upon 
demand, the petition still fails to set out a cause of action, since 
it does not allege that the goods were properly offered for trans- 
portation. It is not alleged in the petition that the goods were 
ever carried to the defendant railroad line or offered in any 
way to the railroad company for transportation. On the con- 
trary, it appears from the allegations of the petition (properly 
construed most strongly against the plaintiff) that the goods in 
question—watermelons—were never removed from the plaintiff’s 
farm where they were grown. And these defects in the petition 
were pointed out by timely special demurrers and were not cured 
by any amendment. See. in this connection, Southern Railway 
Co. vs. Moore, 133 Ga. 806. 67 S. E. 85, 26 L. R. A. (N. S.) 851; 
Chattanooga Southern Railroad Co. vs. Thompson, 133 Ga. 127, 
65 S. E. 285; Wadley Southern Railway Co. vs. Kent, 145 Ga. 
690, 89 S. E. 765.—Ibid. 

Loss or Damage in Transit Makes Out Prima Facie Case of 

Negligence: 

(Supreme Court of North Carolina.) Loss of or injury to 
animals while in the possession of a carrier or under its control 
makes out a prima facie case in favor of shipper.—Barden vs. 
American Ry. Express Co., 106 S. E. Rept. 462. 

The presumption of negligence of carrier arising from proof 
of injury to or loss of stock while in carrier’s control is not 
overcome or rebutted because of an agreement to give plaintiff 
free transportation, and that he would feed and care for the 
stock, where damage was not caused by failure of plaintiff to 
perform his agreement.—Ibid. 

Loss of Baggage: 

(Supreme Court, Appellate Term, First Dept.) In an action 

by a traveler, who had his hand bag carried into a Pullman car 
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by a station porter and then was unable to find it, evidence 
held not to warrant a finding that it was left in custody of 
Pullman employes, so as to make the carrier liable as an insurer 
—Sneddon vs. Payne, Director-General of Railroads, et al., 187 
N. Y. Sup. Rept. 185. 

A passenger, who could not find his hand bag left by a 
station porter in a Pullman car while he was detained about 
two minutes outside to have his ticket examined, was required, 
in a suit for its loss, to show that the loss was the result of 
the carrier’s negligence.—Ibid. 

Where a passenger, about to enter a Pullman car, was de- 
tained about two minutes outside to have his ticket examined, 
while a station porter carrying his hand bag entered the car, 
the carrier cannot be held liable, his bag not having been found, 
on the theory that its servants should have kept their eyes on 
it, for such vigilance is not required of the carrier.—Ibid. 

Where a passenger, who was having his hand bag carried 
by a station porter, was detained outside a Pullman car for the 
purpose of having his ticket examined, and when he entered 
the car, in which the porter was supposed to have left his bag, 
it could not be found, the carrier cannot be held liable on the 
theory that the loss would not have happened, if he had been 
allowed access to the car at the same time with the porter, for 
the requirement was reasonable and the loss could not have 
been foreseen.—Ibid. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
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(Supreme Court of Missouri, Div. No. 2.) On bill of inter- 
pleader against defendants asserting conflicting claims for over- 
charges exacted by a railroad for carrying certain ties, evidence 
held to warrant the referee in finding that one defendant bought 
the ties as agent for another defendant after, as well as before, 
expiration of a contract between them, and paid all the freight 
charges on the ties bought by it prior to the appointment of 
receivers for the railroad which carried the ties.—Cobbs vs. 
Joyce-Watkins Co. et al., 228 S. W. Rept. 504. 

A company, which was in fact both consignor and consignee 
of ties purchased by another company as its agent, bore the 
burden of transportation of such ties, and as against the other 
company, its agent, is entitled to recover overcharges for the 
transportation from the railroad which carried the ties.—Ibid. 

On bill of interpleader against defendants asserting conflict- 
ing claims for overcharges exacted by a railroad for carrying 
certain ties purchased by one defendant company for another 
company, title to the ties held to have passed to and vested in 
the principal company at the time of each delivery of and settle- 
ment for the ties by and with the sellers and the agent company 
at loading stations, despite the terms of the contract of sale 
that the ties were bought “f. o. b.” St. Louis.—Ibid. 

(District Court, S. D., Georgia, Albany Div.) <A connecting 
railroad cannot recover its freight charges on a carload of mer- 
chandise from the shipper, where the car was billed over its 
line by the initial carrier in violation of its contract with the 
shipper, as changed before the shipment was forwarded, which 
required consignment of the car to a different destination, and 
as a result of the mistake the carload, which was perishable, 
was lost to the shipper.—Delaware, L. & W. Ry. Co. vs. Johnson- 
Brown Co., 270 Fed. Rept. 679. 





” | 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts } 
(Digests taken from Reporters and Digests of National Reporter 
System, Published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
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(Circuit Court of Appeals, Second Circuit.) Where the bill 
of lading for a shipment of oil in barrels contained the usual 
exceptions against liability for leakage or breakage, the fact 
that the leakage was ten times that ordinarily to be expected, 18 
not of itself sufficient to establish a prima facie case of neg 
ligence against the carrier, but still leaves it incumbent upon 
libelant to show negligence overcoming the exception.—The 
Arpillao, 270 Fed. Rept. 426. 

Evidence that when barrels of olive oil were properly stowed 
there was no direct pressure on the bilge and that the barrels 
in question were crushed at the bilge around the bunghole, 
though the vessel had encountered no unusual storms and her 
crew testified the cargo did not shift, held to show impropée 
stowage of the oil.—Ibid. 
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Bad stowage of a cargo of barrels of olive oil is negligence 
for which the shipper can recover notwithstanding an exception 
in the bill of lading against leakage or breakage.—Ibid. 

The contract of shipping is the bill of lading delivered to 
the shipper, not that retained by the ship, so that a ship’s copy 
containing an admission of defective barrels written above the 
space for the master’s signature is incompetent where it was 
identified only by proof of the authenticity of the signature by 
the shipper’s agent who testified contrary to the admission.— 
Ibid. 

A bill of lading has a dual aspect; as a contract it is not 
to be varied by parol evidence, but as a receipt it is, like other 
receipts, subject to contradiction or explanation of proof of the 
facts.—Ibid. 

Where the hearing on appeal from a decree dismissing the 
libel was delayed at the sueggstion of libelant for more than 
two years with no reason being given therefor, libelant will 
not be allowed, after reversal of the decree and award of dam- 
ages, to recover interest on the damages during the period the 
appeal was delayed.—Ibid. 

(District Court, E. D., Pennsylvania.) The doctrine of gen- 
eral average under which the loss caused by a sacrifice madv 
for the common benefit of all should be borne ratably by all 
does not apply when the necessity for the sacrifice was caused 
by the negligence of the master or crew.—The Mary F. Barrett, 
270 Fed. Rept. 618. 

The stranding of a vessel which necessitated the jettison 
of part of the cargo and of property belonging to the vessel 
held due to the negligence of the master in navigating the 
vessel, which was admittedly ten miles off her course in the 
vicinity of known reefs, either because the master gave a wrong 
course or because he did not make the proper allowance for 
the set and strength of the known currents.—Ibid. 

Before the Harter act shipowners could not contract to re- 
lieve themselves of liability for the negligence of the master or 
crew, which in law is their negligence.—Ibid. 

The Harter act (Comp. St., pp. 8029-8035), which exempted 
vessels from liability for losses due to errors of navigation, 
merely relieved them from liability, but did not entitle them to 
general average contribution for losses made necessary by errors 
of navigation.—Ibid. 

In the absence of a stipulation in the charter party entitling 
the ship to general average contribution for losses made neces- 
sary by errors in navigation, which stipulation is authorized 
under the Harter act (Comp. St., pp. 8029-8035), the vessel can- 
not, on a libel for part of the cargo jettisoned because of the 
stranding of the vessel resulting from errors in navigation, in- 
terpose the right to general average as a defense pro tanto.— 
Ibid. 

The cause of the loss of part of the cargo which was thrown 
overboard to lighten the vessel after she had stranded because 
of errors in navigation was the act of jettison, not the error in 
navigation which occasioned the necessity for it, so that the 
relief of the Harter act (Comp. St., pp. 8029-8035) against lia- 
nd for loss caused by errors in navigation does not apply.— 

id. 

The owner of a cargo can recover from the vessel the full 
value of the portion lost by jettison made necessary by errors 
of navigation if the charter contained no stipulation entitling 
the vessel to general average contribution.—Ibid. 


AMERICAN MERCHANT MARINE 


The Traffic World Washington Bureau 


Development of the American merchant marine was dis- 
cussed in the Senate, May 2, after Senator Jones of Washing- 
ton had offered an amendment to the bill limiting immigration 
of aliens into the United States providing that ‘no person shall 
be admitted to the United States under the foregoing provi- 
sions of this act unless brought here in a vessel of the United 
States.” After some discussion the amendment was rejected. 

“The time has come,’ said Senator Jones, “when, if we 
want an American merchant marine we must do everything and 
take advantage of every opportunity that will tend to build up 
and encourage its development. Our competitors are going to 
keep us off the seas if they can do it. They are going to use 
every possible means to accomplish that end, and I think we 
will be derelict in our duty toward the national welfare if we 
heglect any opportunity which presents itself to us of which 
we could advantage to help build up and maintain an American 
merchant marine. If we required every immigrant who comes 
to this country to come in an American ship, we would go a 
long Way toward establishing upon a permanent basis some 
prod lines, especially passenger-carrying lines across the 

antic,” 

Retaliation by foreign countries might offset the good that 
Would be accomplished by such an amendment, Senator King 
of Utah said. Foreign countries might require Americans going 
to foreign countries to travel in the ships under the flags of 
those countries, he said. Senator Jones replied that foreign 
countries were discriminating against the United States “all the 
time” and that he had no such fears as had Senator King. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
et nay gh We do not desire to take the place of the traffic man but to 

elp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too — a the kind 4 investigation herein contemplated. 

‘ess estions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C. 


_ | 
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War Tax—Party Liable for 

Pennsylvania.—Question: 

the expense of war tax if goods purchased f. o. b. shipping point 

(1) freight prepaid, (2) freight allowed, and f. o. b. destination 
freight and war tax paid at destination. 

Answer: Article 110 of Regulations No. 49 (Revised) of 
the Treasury Department provides that all taxes imposed by 
section 500 shall be paid by the person from whom or from 
which the carrier collects the charges for the services or facili- 
ties rendered. The method of adjusting transportation expenses 
between the buyer and seller, or the consignor and the con- 
signee, is a matter of private contract over which the govern- 
ment has no jurisdiction. 


and the vendee with reference to the payment of the war tax, we 
think that the courts would hold that the general custom in 
vogue in trade circles that the person paying the freight is to 
pay the war tax, would govern. In other words, if the goods 
are purchased f. o. b. shipping point, freight prepaid or freight 
allowed, then the shipper is the party liable for the war tax, but 
if the goods are bought f. o. b. destination, freight and war tax 
paid at destination, then the consignee would be liable. 


Liability of Carrier for Shortage 


Pennsylvania.—Question: Are the carriers responsible for 
the loss in the following case? 
Early in July last year there was forwarded a carload of 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements ars as follows: First-insertion, $1.60 pe) 
line: minimum charge, $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
8 point type; payable in advance. Answers to keyed advertisements 
erences free and all correspondence held in strict confidence. The 
fy FFIC WORLD, 418 South Market Street, Chicago, II. . 


WANTED—AN ACTIVE TRAFFIC MANAGER in every city in 
United States having broad acquaintance in local transportation cir- 
cles to co-operate with us in installing LOOSE-LEAF TRAFFIC LAW 
SERVICE. Inquiries furnished. Write in confidence for particulars, 
stating qualifications. TRAFFIC LAW SERVICE CORPORATION, 
S. W. corner Adams and LaSalle streets, Chicago, IIl. 














POSITION WANTED—Traffic Manager reputable concern, East or 
South, educated, of good address, 15 years’ railroad experience in 
freight rates, correspondence, claims, 4 roads. Age 33. Address, T. M. 
care Traffic World, Chicago. 


POSITION WANTED—Certified Traffic Expert, ten years’ Chi- 
cago, New York Trunk Line experience, auditing, claims, college edu- 
eation, highest standing, desires connection any territory. State 
terms. Address Edward A. Leonard, Port Reading, N. J. 


POSITION WANTED—Traffic Manager, 40, successful, now em- 
ployed, with ten years’ railroad and industrial traffic experience, 
joe position in Chicago district. Address “J. M. G.,’’ Traffic World, 
‘hicago. 


POSITION WANTED—Traffic executive holding important rail- 
way position qualified as examiner Interstate Commerce Commission 
seeks oo field. Address R. E. E. 301, care Traffic World, Chi- 
cago, Il. 


POSITION WANTED—As Traffic Manager with industrial con- 
cern, New England territory, ten years’ experience, supplemented 
with a course with La Salle. Now employed; wish to better myself. 
Steady and temperate. Address E. T. R., Traffic World, Chicago. 











POSITION WANTED—Traffic Manager or assistant, graduate 
Interstate Traffic School, four years’ railway experience, transporta- 
tion, accounting. Age 23, married, no objection small town. Best 
relerences; Southern states preferred, others considered. Address 
“M. B. A.,’’ Traffic World. Chicago. 


POSITION WANTED—By thoroughly proficient general all-around 
office man, age 28 years, railroad and construction experience, ac- 
counting, statistical and stenographic ability, good correspondent. At 
present employed in traffic department of large corporation handling 
claims, tracers, checking rates, etc. Address M. J. J. 363, Traffic 
World, Chicago. 








_ FOR SALE—Several thousand first-class 6x8 8-ft. oak railroad 
ties for immediate shipment. Can also furnish oak switch ties to 
order. L. E. Pearson, Edwardsburg, Michigan. 
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fuller’s earth. Upon arrival at destination, several bags were 
torn and a shortage of 1,425 pounds existed as compared with 
the bill of lading weight. The bill of lading bears notation to 
the effect that the weight shown thereon is guaranteed by the 
Weighing Bureau. Invoice was issued on basis of. the bill of 
lading weight and settled accordingly. We filed claim with the 
railroad for the loss. February last we received a communica- 
tion from the Weighing Bureau stating that “previous investi- 
gations had led them to believe shipper’s weights were reliable, 
but a recent investigation develops slight irregularities, accord- 
ing to which carelessness in the weighing at point of origin 
evidently existed at the time this shipment moved;” claim for 
loss is declined on this basis. 

Upon handling with the shipper, he states that the Weighing 
Bureau did complain of these slight irregularities, but their 
complaint was based on the fact that the shipments were slightly 
underweighted, according to which, they were not securing suffi- 
cient revenue. It appears to us the railroad is entirely wrong 
in using an irregularity discovered in February as a basis for 
declining claims six months previous. 

Answer: The law provides that a common carrier, when it 
accepts goods for transportation, becomes an insurer thereof 
and is liable for loss of or injury thereto, unless such loss or 
injury was caused by the act of God, the public enemy, or the 
inherent nature of the goods. 

In an action against a carrier for damages sustained by rea- 
son of the carrier’s default, it will be necessary for the plaintiff 
to show a delivery of the goods to the carrier, an understanding 
or contract on his part, either express or implied, to transport 
them as alleged, and the failure to perform the contract or his 
duty according to his understanding or contract. Upon such a 
showing the burden then rests upon the carrier of proving that 
the loss occurred from some cause for which he was not liable 
as an insurer. Galveston, etc., R. Co. vs. Wallace, 223 U. S. 481. 
Therefore, in claims for damages for loss in transit, evidence 
of the owner that a certain weight was loaded at shipping point 
and that it weighed less at destination point, makes the carrier 
prima facie liable for the difference and places upon him the 
burden of proving that the destination weight was wrong or that 
the difference in weight was due to causes for which he was not 
liable. 

We are of the opinion that in an action at law, evidence 
obtained six months prior to the date of the contract of carriage 
tending to show the inaccuracy of the scales at loading point 
would not be admitted. 


Unclaimed Freight—Duty of Carrier to Notify Shipper 


Virginia—Question: One of our shippers tendered an L. C. L. 
shipment of candy to one of the local roads at Norfolk for trans- 
portation to a consignee in North Carolina about December 1. 
Consignee could not be located and sixty days elapsed before 
shipper was notified of the shipment being on hand at destina- 
tion and asked for disposition of same. 


After this lapse of time the candy had become stale, the 
holiday season was over, and prices had declined. Shipper filed 
claim with the carrier for full amount of shipment based on 
rule 2 of Agent Fairbanks’ Uniform Storage Tariff, the applica- 
tion of which provides that notice should be sent or given to 
consignor of unclaimed or refused L. C. L. shipments after fifteen 
days from expiration of free time. The consignor’s name and 
address were properly shown on shipment. 

Carrier has declined claim on the theory that after he had 
made reasonable effort to locate consignee, the latter being 
allowed a reasonable length of time of 48 hours to remove the 
property, after the expiration of such free time, shipment passed 
from the possession of the railroad as a common carrier and 
is then held in his possession as a warehouseman, and as such 
is not liable for the delay in notifying shipper. Can you cite 
any ruling of the Commission regarding delay in notifying ship- 
per of unclaimed freight? 

Answer: Inasmuch as the question involves the liability of 
the carrier for damage to goods, the Interstate Commerce Com- 
mission has no jurisdiction. The uniform storage tariff in rule 
7 provides that in case of failure by the carrier to send or give 
notice in accordance with the provisions of rule 2, section B, no 
storage charges will be assessed between the date on which 
the notice should have been sent or given and the date on which 
it was actually sent or given. In so far as storage charges are 
concerned, you should file claim in accordance with the above 
rule. 

With respect to the carrier’s duty to notify consignor of 
unclaimed freight, it is said that in addition to warehousing the 
goods, a carrier is ordinarily chargeable with the duty of notify- 
ing the consignor of the consignee’s failure or refusal to accept 
the goods, although according to some cases such notice is 
necessary only where it would be a failure to exercise due care 
in the protection of the goods not to give it, or where the 
consignor exercises the right of stoppage in transitu. 10 Corpus 
Juris, section 387. The foregoing rule is sustained by the de- 
cided weight of authority. 

While it is true that the carrier was acting as a warehouse- 
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man only after the expiration of the free time, he is, neverthe- 
less, liable for his negligence in failing to notify the consignor 
within a reasonable time of the failure of the consignee to accept 
the goods. 


Liability of Carrier for Shortage from Open-Top Cars 


Ohio.—Question: We are having considerable difficulty in 
the settlement of several claims covering the loss of pig iron 
shipped from “A” Company, located on “X” Railroad, to our 
plant, located on “Y” Railroad. This, of course, was a switch 
movement in open-top equipment. Some of the cars were han- 
dled in good serviceable time, and some were not, but anyway 
the shortages incurred ranged all the way from 2,000 to 4,500 
pounds on each car. The carrier has declined our claims on 
the grounds that it was an error in weighing cars, or on account 
of the variations in weights of the respective scales, stating 
that the cars were not delayed in transit, and also there was 
no evidence of loss. 

We have tried to make the matter as clear to them as pos- 
sible that the cause of the shortage was due to theft, as these 
pigs could be taken from all parts of the car, and yet there 
would be no visible evidence of loss, and, as these pigs are 
very heavy, it would not require many of them to weigh two 
or three thousand pounds, but when the shortage reaches the 
mark of 4,500 pounds it is still more convincing that it is a loss 
and not due to the variation in weights of the scales, as they 
state, as we contend that no two scales will vary that much. 

Kindly advise what recourse we have for reimbursement; 
also advise if there is any ruling covering an incident of this 
kind. 

Answer: With respect to the liability of carriers for loss 
or shortage from open-top cars, please refer to our answer to 
“California,” on page 884 of The Traffic World of April 23, 1921. 

In claims for damages for loss in transit, evidence of the 
owner that a certain weight was loaded at shipping point and 
that it weighed less at destination point, makes the carrier 
prima facie liable for the difference and places upon him the 
burden of proving that the destination weight was wrong or 
that the difference in weight was due to causes for which the 
carrier was not liable as an insurer. 


Delay Caused by Strike 


Wisconsin.—Question: On March 22 railroad company re- 
ceipted for less-carload shipment of seed consigned to our order 
Mansfield, Pa., routed CMSTP-Erie. After lengthy tracing cor- 
respondence we find the following: 

(a) Receipted for at Milwaukee March 22, 1920. 

(b) Delivered Pennsylvania at Chicago March 27. 

(c) Arrived Mansfield, Pa., June 11. 

When shipment arrived at destination it was promptly re- 
fused by consignee, account seeding season being over, and we 
consequently had seed returned to us, filing claim for deprecia- 
tion in market value. Railroad company has now declined claim 
on the grounds that delay occurred account switchmen’s strike. 

Our contention in this matter is that shipment was tendered 
for transportation in time to have been moved to destination 
before strike went in, as records show cessation of work around 
April 7. 

Please advise whether or not any court decisions have been 
handed down on the delay in transit question due to this strike 
or whether you would concede our claims as outlined above to 
be just. , 

Answer: Section 416 of Vol. 10 of Corpus Juris contains 
the following statement: “The carrier is liable for the negli- 
gent or wrongful acts of its servants during the course of its 
employment, and therefore if its employes go on a strike, aban- 
don the performance of goods in their charge or control, the 
carrier is liable, the delay being due to the employes’ wrongful 
acts, and after the employes have quit the carrier’s employment 
it is its duty to promptly supply their places, if practicable.” 

A carrier is not an insurer against delay to the same extent 
as it is an insurer against loss of goods. At the root of the 
matter lies the question as to whether or not the railroad has 
been negligent. If the delay has been caused by a strike which 
has occurred. without the fault of the carrier, then the carrier 
will not be liable for damage caused by delay. On the other 
hand, where a strike is caused by a reduction of wages which 
disables the company from carrying on its business, this will 
not excuse the company for failure to transport the goods to 
destination within a reasonable period of time. This on the 
theory that the railroad company is responsible for the strike. 
Each case stands by itself. ’ 

If the goods were delayed by strike for which the carrier 
was not responsible, it nevertheless would be liable if the goods 
were unreasonably delayed by the carrier prior to the strike, 
then the existence of the strike is not legal excuse for the delay. 


Compliance with Tariff Necessary to Secure Benefits 


Minnesota.—Question: Shipment of tractors to 4a point 
within the state of Minnesota from Minneapolis. Tractors were 
not sold and were returned within three months’ time. ExceP 
tions to classification allow one-half rate home on tractors, T 
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turned unsalable, providing outbound freight bill is presented 
with billing at the time the shipment is returned and notation 
is made on waybill of such. Man returning shipment neglected 
to do this. Carrier holds strictly by wording of tariff and re- 
fuses to pay claims. 


Is there any ruling of Commission or courts that could be 
quoted in going further with the claim? 


Answer: We are unaware of any ruling of the railroad com- 
mission of Minnesota on this subject. With respect to interstate 
shipments the Interstate Commerce Commission has invariably 
ruled that when shippers fail to conform with the provisions of 


The Proof 


that we satisfy our customers lies in the 
fact that many of the firms who trade with 
us have had their names on our books for 
28 years. Campbell 


SHIPPING TAGS 


are made right and sold right. Send for samples and prices. 


CAMPBELL PAPER BOX CO. 
SOUTH BEND, INDIANA 
Folding Boxes Paper Gaskets Shipping Tags 


WOOD BOXES 


Are the Safest Containers 








We Manufacture Only 
Quality Containers for 


Domestic and Export 
Shipments 


Box Shooks—4-Ones—Any Size or Style 


DAVID M. LEA & CO., Inc. 


RICHMOND, VA. 








R. B. YOUNG, President and Manager 


Savannah Bonded Warehouse & Transfer Co. 
312-314-316 WILLIAMSON STREET P. 0. Box 985 


General Storage — Re-Consigning — Distributing, Forwarding — 
Prompt and Efficient Service, Exceptional Facilities—Custom House 
Brokers—Track Connections with all Rallroads and Steamship 
Docks—Members American Chain of Warehouses—Members Amer- 
Ican Warehousemen’s Association. 
Phone No. 4883 SAVANNAH, GA. 


CHICAGO 



















1020 South Canal Street, near Taylor Street 


Teaming of Every Description—City Delivery Service and Carload 
Distributors 


PORTLAND, OREGON 
OREGON TRANSFER COMPANY 


Established in 1868 

General Transfer and Storage Business 
Special attention given merchandise stock and storage accounts, 
carloads for distribution. Less carloads for city delivery, reship- 
ment and reforwarding by express or parcel post. 
No switching charge on carload shipments. 
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Acquire an Expert Knowledge of 


wi TRAFFIC MANAGEMENT 


Would you be able to save more money in shipping ?— to reap 
greater benefit from the interstate commerce rulings? — to 
handle more advantageously the problems that come up in 
domestic and foreign traffic? Then investigate the LaSalle Problem 
Method of home-study in Interstate Commerce and Industrial and 
Railway Traffic Management. Find out how this course can assist 
you to better knowledge of traffic management by giving you 
the experience of more than 70 of America’s well known author- 
: ities and traffic executives. Write for catalog and 
low cost monthly payment plan 


LaSALLE EXTENSION UNIVERSITY 
Department 595-T CHICAGO, ILLINOIS 
The Largest Business Training Institution in the World 
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Railroad Accounting Service 


| Valuations— 
Cost Statistics 
Vv Systems for Accounting Offices 


A corps of thoroughly experienced railroad accountants 
and analysts are available for the preparation of Federal 
Control and Guaranty Claims. 


THE ROBERTS-PETTIJOHN-WOOD CORPORATION 


Mills Bldg., Washington, D.C. Twenty East Jackson, Chicago 
By Appointment—S pecial Accountants, American Short Line Railroad Assn. 
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HAVE YOU EVER THOUGHT OF HAVING 
A WASHINGTON OFFICE? 


IT IS RATHER AN EXPENSIVE PROPOSITION 


BUT OH! SO CONVENIENT 


Private room to work in, expert stenographers, wide carriage 


typewriters, duplicators, printing press, telephone, messengers, 
good nature and intelligence. 


We Have Established Such an Office for You 
_ and We Stand the Expense 
TAKE POSSESSION WHEN NEXT IN WASHINGTON 


SAMMIS, LAKE & COMPANY 
Whitefield Sammis 


Phone Main 2210 417 SOUTHERN BUILDING 


SEATTLE TRANSFER CO. 


123 Jackson St. Seattle, Wash. 


Quick Distribution of all Pool Cars 
100,000 sq. ft. of warehouse space 
Warehouse-men and forwarders. 


ROCHESTER, NEW YORK 








suranec rate 
cents. Members of American Warehousemen’s Association ané 
American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING AND MAPLE 8TS8. 


EL PASO, TEXAS 


GENERAL STORAGE DISTRIBUTION 
BONDED SPACE FOR GOODS SHIPPED IN BOND 


INTERNATIONAL WAREHOUSE CO., Ine. 
200,000 Sq. Ft. Floor Space — Fireproof — Bonded — $200,000 Capital 
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tariffs or classifications,-they are not entitled to the benefits 
thereof. 


Designating Movement Via Delivering Line Which Connects with 
Initial Line—Complete Routing 


Michigan.—Question: A carload moving over our rails was 
routed by shipper showing on their bill of lading the name of the 
originating carrier and the name of the delivering carrier, but not 
inserting any rate. The originating carrier had a direct connection 
with the delivering carrier; however, the rate is higher by this 
route than had the shipment moved by the rails of the originating 
carrier and intermediate carrier and then the delivering carrier, 
Claim was filed by the shipper, claiming that the railroad should 
have moved the carload in connection with the intermediate 
carrier. Railroad contention is that as the originating carrier 
had a direct connection with the delivering line and no rate was 
inserted by the shipper, the route by the direct connection is 
the one that should apply. Kindly give any Commission ruling 
that may apply. 

Answer: Where the shipper exercises his right to route 
the shipment and such routing is complete, delivery by the 
initial carrier to the road specified in the bill of lading is not 
misrouting, though a lower rate is available via an intermediate 
line. The case of Bruner Co. vs. Southern Ry., 40 I. C. C. 549, 
covered a car of lumber originating on the Southern Railway at 
Embee, 8S. C., destination, Trenton, N. J., routed by shipper 
“Penna, R. R.,” no rate or junction points through which the 
shipment should move being shown in the bill of lading. <A rate 
of 27.5 cents was in effect via the Southern Railway, Potomac 
Yards and P. R. R., while a rate of 23.5 cents applied via Pinner’s 
Point, N. Y. P. & N. R. R. and P. R. R. The car moved via 
Potomac Yards. If no routing had been shown the initial car- 
rier would have been obliged to forward the car via the lower 
rated route; if the lower rate had been inserted it would have 
been the carrier’s duty to inquire of the shipper what route was 
desired; but as delivery to the Pennsylvania Railroad complied 
with the only routing instructions given, the Commission held 
the car was not misrouted. 

In this case the Commission distinguished between com- 
plete and incomplete routing. The complaint also included a 
car of lumber originating on the Carolina &Yadkin River Rail- 
way at Denton, N. C., destination Wilmington, Del., routed by 
shipper “Penna. R. R.,” no rate or junction points being shown. 
The rate via C. & Y. R. Ry., Southern Ry., Potomac Yards, and 
P. R. R. was 22 cents and the rate via C. & Y. R. Ry., Southern Ry., 
Pinners Point, N. Y. P.& N.R.R. and P.R.R. was 20 cents. The 
C. & Y. R. Ry. delivered the car to the Southern Railway on billing 
showing routing “P. R. R.” and the car was forwarded via 
Potomac Yards. The Commission held that the routing instruc- 
tions were not complete, the C. & Y. R. Ry. having no connec- 
tion with the P. R. R., and the C. & Y. R. Ry. should have 
routed the shipment via Pinner’s Point, the cheapest reasonable 
route, consistent with the routing instructions of the shipper. 
Federal Control Claim Barred if Not Filed with Commission 


Prior to March 1, 1921 


Nebraska.—Question: January 10 we filed claim with origi- 
nating carrier for overcharge claim involving question of routing 
covering shipment which moved during the period of federal 
control. February 2 claim was returned to us by the originating 
carrier declined, they claiming it could not be considered until 
supported by the original bill of lading showing how shipment 
in question was routed. Papers were returned to them by us 
March 16, inclosing the original bill of lading, but they now 
contend that they are not permitted to handle claim to a con- 
clusion, stating it should have been filed by us with the Inter- 
state Commerce Commission. We contend, however, that inas- 
much as claim was filed with originating carrier January 10, 
they should handle to a conclusion, as they were in position 
to determine what routing was specified by shipper by referring 
to their records. 

Answer: We are not aware of any rule by which you can 
force the payment of your claim. It is our opinion that the 
Interstate Commerce Commission would not consider the com- 
plaint, because the claim was not filed with it prior to March 
1, 1921, in accordance with section 206, paragraph C, of the 
transportation act 1920. 

There is some doubt as to whether the aforesaid provision 
of the act is applicable to straight overcharge claims, but since 
the United States Railroad Administration has interpreted the 
law so as to include such claims, the only recourse of the claim- 
ant is to appeal to the courts for a proper interpretation of the 
law. 

Discrimination in Terminal Switching Absorptions 

New Jersey.—Question: Camden, N. J., is served by two 
railroads, the Pennsylvania Railroad and the Philadelphia & 
Reading Railroad. On part of the tracks owned by the Penn- 
sylvania Railroad there is reciprocal switching, the Reading 
absorbing the Pennsylvania’s switching charge. This state was 
brought about by action of city council when giving permission 
for laying of tracks. There are other parts of the city which 


do not have this interchange of switching. Would you consider 
this discrimination? 


Can you give any decisions by the Inter- 
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the courts bearing on this 


state Commerce Commission or 
matter? 

Answer: For a carrier to extend to one shipper or con- 
signee an allowance, a service or privilege which it does not 
extend to another shipper or consignee, is discrimination. 
Whether that discrimination is actionable—that is, unlawful— 
depends upon the facts. “At common law only unjust discrimi- 
nation by carriers is condemned. So the constitutional and 
statutory provisions of the state and federal governments pro- 
hibiting discrimination are very generally held to prohibit only 
unjust discrimination. And the fact that the statute omits the 
word ‘unjust’ makes no difference; the word ‘discrimination’ 
implies an unjust or unfair distinction. To constitute an action- 
able discrimination, the law contemplates an undue preference, 
some undue or unjust or unreasonable discrimination. Mere 
inequality of freight charges does not of itself amount to unjust 
discrimination unless the contracts and circumstances are iden- 
tical or similar. There can be no actionable discrimination be. 
tween those whose situations and relations to the carrier with 
reference to the commodity to be shipped are so different as 
to justify or demand a difference in treatment. The full measure 
of the duty of the carrier is to furnish equal facilities to all 
persons similarly situated. Application of these rules to par- 
ticular classes of cases will be found in subsequent section.” 
(Corpus Juris, Vol. 70, section 749.) 

In view of the above, the point to determine is not whether 
the carrier is discriminatory against shippers or industries, for 
clearly it does that, but whether such discrimination is unlawful, 
which can be done only by submitting the facts to a proper 
tribunal for its decision. If negotiations with the carriers will 
not remove the cause of complaint, then as to interstate traffic, 
the matter should be made the subject of a formal complaint to 
the Interstate Commerce Commission, and, as it affects state 
traffic, with your state railroad or public utilities commission. 

Evidence of Acquirement or Ownership of Private Cars 

Indiana.—Question: Kindly advise your opinion and whether 
or not there has ever been a decision given by the Commission 
or any court on this or a similar question: 

“A” purchases a car of oil from “B” and, owing to “A’s” 
equipment not being available for loading, authorized “B” to 
ship in his (B’s) equipment, in consequence of which “A” has 
to pay from % cent to % cent more per gallon for the oil. This 
extra charge, while not so specified in the contract, is under- 
stood to be hire or rent for the car on this one trip. The car 
is shipped, arrives and is placed on ‘“‘A’s” private siding for un- 
loading, but is not released until after the free time has expired 
and he is assessed demurrage. The question now is, does not 
the rental paid and the agreement implied constitute a lease, and 
is the car not therefore exempt from demurrage while standing 
on “A’s” private siding? The car in question is not stenciled 
or marked showing “A” to be the lessee. 

Answer: We assume the question of sufficiency of lease is 
raised because of rule 1, section B, paragraph 4 (a), Fairbanks’ 
Demurrage Tariff, I. C. C. 4, which provides that “private cars on 
private tracks when the ownership is the same” will not be 
subject to demurrage rules. Rule 35 of Consolidated Freight 
Classification provides the basis on which carriers will be 
obliged to recognize the acquirement or ownership of private 
cars, and these marks of evidence of such equipment or owner- 
ship having been ordered into effect by the Interstate Commerce 
Commission in the Private Car Investigation Case, 50 I. C. C. 
652, and, while the extra price per gallon which you paid for 
the oil is to cover rental on the equipment, the carrier is not, 
according to our view, obliged to take notice of rented or hired 
cars not moving under a proper lease or ownership; and, further, 
that the cars must carry the evidence of such lease or ownel- 
ship as prescribed by the tariff, the carrier having no authority 
to depart from the prescribed provisions thereof. 


Transportation Charges—Liability of Consignee for 

Missouri.—Question: If a package is sent by express col- 
lect, unsolicited by the consignee and when the package reaches 
destination the consignee not considering it of sufficient value 
to warrant him in accepting the package and paying the charges, 
refuses to either accept the package or pay the charges, 15 his 
actions in doing so sustained by any rules of the Commerce 
Commission or rules and regulations governing the express com 
pany, or can he be compelled to accept the package and pay the 
charges? 

Answer: In the event there is no actual acceptance of a 
package by the consignee, a carrier cannot, in our opinion, hold 
the consignee liable for charges thereon, if the goods were not 
ordered by the consignee, but must look to the shipper therefor. 
However, the consignee, as well as the consignor, is liable for 
charges on goods ordered by the consignee and the consigneé 
cannot, by refusing to accept them, avoid the payment ot trans: 
portation charges to the carrier. We know of no decisions cov 
ering this matter. 


You can get the day’s important traffic news every 
working day in the year through THE DAILY 
TRAFFIC WORLD. 
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REGULAR SERVICES 
FREIGHT and PASSENGER 


Between 
NEW YORK MONTREAL PHILADELPHIA 
BALTIMORE BOSTON PORTLAND, ME. 

and 

QUEENSTOWN ANTWERP BRISTOL 
PLYMOUTH HAMBURG GLASGOW 
LONDON MEDITERRANEAN HAVRE 
LONDONDERRY LIVERPOOL ROTTERDAM 
CHERBOURG a DANZIG 


Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building, CHICAGO 
S. W. Cor. Dearborn and Randolph Sts. 





DALLAS, TEXAS 


Distribution and Warehousing 


The Inter-State Forwarding Company 


Package Cars to Mexico 


Package cars are operated daily out of Dallas to Laredo for 
Mexican points. Goods consigned in our care will reach this car, 





We Specialize on Distribution and Storage 
of Merchandise of All Kinds 


OUR SERVICE IS PROMPT. OUR RATES REASONABLE 


We maintain a rate bureau. Freight rates furnished 
upon application. Correspondence solicited. 


Be a Certified 


Traffic Manager 


Learn By This 
Wa Ae Ou lsiiteyed 












A Year and More 


Get into this new big pay field now! The traffic director of a Detroit 
concern earns $19,500 a year—a Cleveland traffic man receives $24,000. 
f course every man cannot equal these brilliant successes, but number- 
less traffic positions pay from $2,500 to $10,000 a year. The work is 
fascinating and intensely interesting and the rewards are big. Thou- 
apa of a. are needed now. Why don’t you qualify for one of these 
Pay jo 


Learn in Spare Time 


You can quickly master the secrets of traffic management through 
our simple method of spare time study. The American Commerce Asso- 
ciation staff of experts can qualify you for a good traffic job in an 
amazingly short time. You don’t need to take a moment’s time from 
your present work—and after you have qualified we assist you to secure 
& well-paid position. 


Write for Free Illustrated Booklet 


te Let us send you this free illustrated book on traffic management and 

affic opportunities. Find out what we have done for hundreds of suc- 

ated members and what they say of the A. C. A. Learn how we can 

= P you to a lasting success and a position of prestige and importance. 
on’t delay! Send us a postal today! Address 


AMERICAN COMMERCE ASSOCIATION 


Dept. 25-A 4043 Drexel Blvd., Chicago, III. 


TRAFFIC WORLD 





Telephone Central 2050 





\ 
Salary $2,500 to $10,000 


New York Office, 10 Hanover Square 








Arrow 


The most powerful truck built 





The Pierce-Arrow Motor Car Company, Buffalo, N. Y. 


HOUSTON, TEXAS 


Binyon-O’ Keefe Fireproof Stg. Co. 
The House of Real Service 


POOL CAR DISTRIBUTORS FOR SOUTHWEST 
TEXAS AND MEXICO 


IDEAL FACILITIES FOR PERMANENT 
STOCK DISTRIBUTION 


500,000 SQUARE FEET FLOOR SPACE 


WAREHOUSES AT HOUSTON, 
FT. WORTH AND GALVESTON 


Forwarding Agents 


OR thirty-seven years we have been serving Domestic, 
Import and Export shippers, meeting every require- 
ment that would be expected of a house of our size, 

yet giving that sincere personal service which demon- 
strates our interest in the upbuilding of trade. 


The large volume of tonnage controlled by us assures 
shippers of the lowest ocean and marine insurance rates. 


Consolidated cars despatched East and West. 


D. C. ANDREWS & CO., Inc. 


New York Established 1884 a Gtoane 
Boston 14 East Jackson Blvd. n Francisco 
Philadelphia Seattle 
Baltimore CHICAGO Buenos Aires 


A. C. SHERRARD, Chicago Manager 


Agents Throughout the World Telephones: Harrison 1048-1049 






NOSA LINE 


Monthly Sailings to Principal Ports 


West Coast South America—Direct Service 


Monthly Freight and Passenger Service 
LEEWARD AND WINDWARD ISLANDS—VENEZUELA— 
COLOMBIA—CURACAO 
Three Week Sailings 


CUBAN SOUTH-SIDE—HAITI—DOMINICAN REPUBLIC 
A-100 STEEL STEAMERS 


Particulars Furnished Promptly on Request 


New Orleans & South American S.S. Co., Inc. 


604-12 Queen & Crescent Bldg., New Orleans, La. 


Chicago Offices, 646 Marquette Building 
Cable Address, “ORLEANSHIP” 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


-— 


THE LAW NOT RESPONSIBLE 


Editor The Traffic World: 

The present condition of the railroads, which is, indeed, de- 
plorable, has caused the unthinking public to attribute the 
trouble to the Esch-Cummins law, under which the railroads 
are now operating. This, in my judgment, is a big mistake and 
it is made by the average person without study of the law and 
without giving it that broad consideration which is necessary 
in arriving at a definite conclusion. 

In my judgment the Esch-Cummins law is a piece of fine 
constructive legislation and displays a deeper understanding of 
the fundamental principles involved in railroad transportation 
than any of us could have hoped for. No one will deny that it 
kept the rairoads out of bankruptcy and, therefore, the obliga- 
tions of the carriers, such as bonds and stocks, are more likely 
to be paid, and, in a measure, gave more or less protection to 
those holding these promises to pay. These railroad obligations 
run into many billions of dollars and are held by insurance 
companies, banks, colleges, estates, churches, and by hundreds 
of thousands of individuals. To have failed -in this respect 
would have brought widespread misery and disaster, such as 
would “rock the boat” of this good country of ours. Failure was 
imminent, and this law saved the day. 

The railroads were required to change their entire method 
of financing, so that, in the future, no wild-cat securities would 
be issued and no more so-called “high financing” would be possible, 
as the rates would be so made by government authority as to 
provide only five and one-half to six per cent income, all earn- 
ings in excess thereof to be divided equally with the government. 

Some will say these earnings would be predicated on watered 
stock obligations, and, therefore, unfair, but such is not the case, 
as the Interstate Commerce Commission was instructed in this 
law to place a valuation on all the roads, and this Commission 
places it at less than nineteen billion dollars, which is consider- 
ably less than the railroads contended for. Stocks and bonds 
and the capitalization were not considered in reaching its de- 
cision. 


By this was changed the entire railroad situation. It would 
not be possible for the railroads to grow into great, monstrous 
corporations, endangering the government by their great wealth 
and power, and yet this remarkable law still left an incentive for 
enterprise and improvement, and a well regulated and econom- 
ically managed road might earn more than six per cent, provided 
one-half of the excess over six per cent went to the government. 
In its efforts in this direction lay the necessity to reduce waste, 
stop unnecessary expense, and the further very important fact 
to give the greatest possible service to its patrons and the public. 
Without this good service of the ambitious road, no new busi- 
ness would be attracted to it, there would be no hope of enlarg- 
ing its business, and thereby improving its earnings. 


So this much misunderstood law provides for continuation 
of competition of service, and also provides prizes for those 
roads whose officers and employes are enterprising and efficient 
and are out for additional earnings. 

Many will say something is wrong somewhere, as the rail- 
roads are not earning six per cent or even half that amount 
while operating under this law. That is true enough, but it is 
not on account of the law. Why is it that no one is making 
money now; why is it that business is dull; why is it that our 
biggest business houses are borrowing vast sums of money; why 
are the factories closed down? Answer these questions and you 
will have solved the railroad slump. 

It is not true that the high rates have stopped the move- 
ment of commodities, except, perhaps, in a very few instances, 
and the chairman of the Interstate Commerce Commission has 
announced that where it can be shown that by a reduction in 
rates on certain commodities the railroads will earn more money, 
the Commission will reduce those rates. Several such claims 
were made, and on a reduction of rates, the business failed to 
materialize. 

In the handling of the largest business in the world, and 
making a horizontal raise of 35 per cent, some inequalities are 
bound to creep in, which will be corrected, but the man who ex- 
pects a general reduction in railroad rates until after the rail- 
roads get solidly on their feet and are reasonably prosperous is 
badly fooled. It simply cannot be done. 

Some sixteen states, principally for selfish and _ political 
reasons, are still failing to comply with the law, and the Esch- 
Cummins act has not had a fair chance, but their failure to 
comply is before the United States Supreme Court and will be 











soon decided. It is inconceivable that one state may have ad. 
vantage over another and erect barriers against each other jp 
the way of special rates, lower than through or interstate rates. 
The independent action of certain states, so far as rates are 
concerned, is surely contrary to public policy and is in conflict 
with the freedom of trade between states guaranteed by our 
Constitution. 

There is no one thing retarding progress, 
many. 

Prices are tending downward, which in the end will prove 
a blessing. 

The breaking down of the transportation companies would 
be the greatest disaster that ever occurred and will seriously 
affect every interest and every person. We are going through 
the reconstruction period, and patience is necessary. Give the 
new railroad law a fair chance and it will win its way to your 
full approval. Let the rates alone for the present, except where 
a reduction would increase the net revenue of the carriers and 
trust the Commission to do what is right and proper. Business 
is picking up and its revival will pull all roads out of the mire 

R. M. Bacheller, Division Freight and Passenger Agent, 

A. T. & S. F. Ry. 


but there are 


St. Joseph, Mo., May 3, 1921. 


THE STENCILED ADDRESS 


Editor The Traffic World: 

The stenciled address becomes a part of your shipment. To 
destroy the address would necessitate destroying the package. 
The clear address printed on each package is the only absolutely 
safe method of marking shipments. It is a part of the package. 

Did you ever watch men handle freight? Did you ever con- 
sider how very necessary it is that they be able to read each 
address easily and quickly in order to preserve the even flow 
of transportation? 

It takes much more effort to read a tag or a label—no mat- 
ter how good—than it does to read a stenciled address. Clear- 
cut, bold letters standing out in black ink right on the package 
speak quickly and without error to the men who handle the 
freight. 

Suppose your shipment is lost. Suppose you’ve made a habit 
of filing your paper stencils for repeated use (another great sav- 
ing, by the way). This very stencil can be produced as evidence, 
in case of suit for recovery, that you have properly marked the 
consignment. 

This is a day of exacting demands. Every little leak must 
be closed. Every little fault must be remedied.: Every piece of 
worth while, thoroughly tested equipment must be adopted. 

The times demand that shippers and carriers work together 
in the vast work of caring for the great stream of freight and 
express traffic. Be certain you are co-operating to the limit. 

George N. McClusky, 
Ideal Stencil Machine Co. 
Belleville, Ill., May 2, 1921. 


REDUCTION IN FREIGHT RATES 


Editor The Traffic World: ; 

The writer believes a little criticism that is at least il 
tended to be constructive, would be welcome by you. 

In your editorials you continually insist that freight rates 
are not the cause of the present business condition and that 
freight rates should not come down. It is very surprising that 
you should make these statements, being a gentleman that } 
versed in transportation and the wide field it covers. 

There are very few men of influence that do not think rates 
should come down to some extent. You quote certain men l 
their arguments against reduction in freight rates but you are 
taking a one-sided view; in fact, you do not quote their state- 
ments in full. You do President Harding an injustice in quotiné 
only part of his statement in regard to freight rates. Mr. Hard- 
ing believes that wages as well as freight rates should be tf 
duced. He, of course, does not mean that all wages must come 
down but do believe he means practically all freight rates, and 
he is right. Mr. Hoover says in part: “It appears to me that, 
even though the same total income must be earned by the rail- 
ways, there must be a commodity and class readjustment ™ 
rates both in the interest of the community and the railways 
themselves. Such a readjustment of rates was, indeed, ~~ 
cast by the Interstate Commerce Commission as a necessily # 
the time of the last horizontal rate increase. We must als 
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Pacific Mail Steamship Co. 


Under American Flag-PASSENGERS AND FREIGHT-Established 1848 


TRANS-PACIFIC SERVICE 
**The Sunshine Belt to the Orient’’ 
San Francisco to Honolulu, Yokohama, Kobe, Shanghai, Manila, 
ongkong 
Passenger and freight sailings by new and luxurious U. S. Shipping Board 
steamers Golden State (May 28th); and Empire State (July 


23rd); and pending delivery 3 other U.S.S. B. steamers by the 
,popular S.S. Ecuador (June 25th) and S. S. Colombia 


MANILA-EAST INDIA SERVICE 


San Francisco direct to India, calling at Honolulu, Manila, Saigon, 
ingapore, Colombo, Madras, Calcutta 
Passenger and freight sailings monthly by S. S. Creole State (May 12th); 
. S. Wolverine State (June I|th); Granite State (July | 2th). 


PANAMA SERVICE 


San Francisco, Los Angeles Harbor to Mexico, Guatemala, Salvador, 
icaragua, Costa Rica, Canal Zone 
Passenger and freight sailings every 2 weeks 


SAN FRANCISCO-BALTIMORE SERVICE 


San Francisco, Los Angeles Harbor to Central America, Norfolk and 
Baltimore—S. S. Venezuela (June Ist)—(via Panama Canal) 
assenger and freight 


SHANGHAI-HONGKONG-CALCUTTA SERVICE 


Between Shanghai, Hongkong, Saigon, Singapore, Penang, Rangoon, 
Calcutta 
Freight only. Sailings every ten days—eight U. S. S. B. steamers 


ROUND-THE-WORLD SERVICE 


San Francisco to Honolulu, Yokohama, Kobe, Dairen, Tientsin, 
Shanghai, Manila, Saigon, Singapore, Calcutta, Colombo, Bombay, 
Alexandria, Bizerta, Marseilles, Barcelona, thence Baltimore, 
Cristobal, Los Angeles Harbor and San Francisco (via Panama Canal) 
Freight only. Monthly sailings—U. S. S. B. Steamers 





























Through bills of lading issued to and from points beyond ports of call 





General Passenger and Ticket office: 621 Market St., San Francisco 
General Offices: 508 California Street, San Francisco 

10 Hanover Square, N. Y. 400 Exchange Place, Baltimore 

Managing Agents: U. S. Shipping Board 







No Waiting No Writing 
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Checking Up 


Your freight bills should be carefully 
audited either before or immediately 
after payment. It isa matter of detail 
in your business to check invoices re- 
ceived for materials, but in many 
instances, you neglect to audit your 
freight bills, which covers the cost of 
transportation on the same goods, 
although this is an important factor 
of the cost price. 





















Under our method every freight bill is 
compared with the legal tariffs, over- 
charges reported to our client, and 
arrangements made for refunds. 
Through this method of procedure we 
have saved our clients many thou- 
sands of dollars. 











The charge is the smallest part of the 
service, in fact, in practically all in- 
stances it has been a profit sharing 
investment. 






Charles Donley 


“The Traffic Man” 
Pittsburgh, Pa. 






Century Blidg., 





No Telephones No Tariffs 


**A child can find them’’ 


FREIGHT RATES 


To and from points in the United States and Canada 


This publication furnishes the Financial, Purchase and Sales Executives’ 


“MISSING COSTS” 


Getzler’s Guide, Inc., Rochester, New York 


Publishers of Locse Leaf Freight Rate Issues 


NEW YORK, N. Y., 115 Broad St. 
PHILADELPHIA, PA., 308 Parkway Bldg. 
BOSTON, MASS., 732 Colonial Bldg. 






ABC 





—OFFICES— 
CHICAGO, ILL., 412 Standard Trust Bldg. 
DETROIT, MICH., 506 Garrick Theater Bldg. 





NOTICE TO CABLERS 


ABC Sth **imaprowed”’.................... $18.00 


Same Text with Condenser............ 9.00 S 
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Same, Universal Edition............... 19.50 3 


Kelly’s World Directory, 1920............ 11.75 


Vy, C. BENSINGER, Code Book Distributor, 


WASHINGTON, D. C., 433 Munsey Bldg. 
SAN FRANCISCO, CAL., 461 Market St. 
LOS ANGELES, CAL., 467 Pacific Elec. Bldg. 







Suite 329A, 15 Whitehall St., N. Y. City 
Cables: Multigraph N. Y. 
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look forward to ultimate reductions in rates if the economic 
levels of the country are to find an equilibrium.” 

If you were paying freight charges as we manufacturers 
do, you undoubtedly would realize in a short time the effect 
high freight rates have on transportation. At the present time 
the writer knows of 600 carloads of stone that could be moved 
if freight rates were such that competition could be met but 
none of this material is moving now. You undoubtedly will say 
that this is an exception. Well, perhaps this is, but even though 
it is an exception, there are thousands of other cases the same 
and you, of course, must admit they should be adjusted. You 
have often admitted this in your editorials. You also err in 
comparing your statistics with business moving in 1920 and do 
not compare your statistics from the present volume of traffic 
and the volume of traffic that would move providing freight 
rates were just and reasonable. This, of course, can not be ac- 
complished except by guess as to the volume of traffic that would 
move. 

It seems to the writer, your editorials would be much more 
beneficial if you would fall in line with the general strand of 
opinions and assist in the reduction of freight rates and the 
readjustment of wage scales which will be a big question for 
the Labor Board to decide. Petitions galore are being poured 
in to the Commission requesting reduction in freight rates and 
the writer firmly believes there will be a general reduction 
within the near future and then you will be convinced that 
freight rates were retarding transportation, thereby preventing 
the railroads from obtaining the revenue they should earn. 

I do not believe you are so egotistical as to think that your 
opinions will all be taken as a matter of fact but do believe 
you expect them to bring results and perhaps a letter of good 
natured criticism of this nature will have very little influence 
on you, but it will at least show that everybody does not agree 
with you and are ready to inform you of the fact. 

J. A. Bond, Traffic Manager, 
Marion Machine Foundry & Supply Co. 


Marion, Ind., May 4, 1921. 





We are indeed glad to have criticism of the kind offered by Mr. 
Bond. We certainly do not assume to know it all. Mr. Bond dces us 
an injustice, however, when he says we do not quote the President 
fully. We have quoted everything he has said and will continue to 
print what he says, as we will everything that anybody says who is in 


position of authority or whese opinions are of value. We pride our- 
selves on the fact that, no matter what our own views, we print the 
facts in our news columns and our readers are never victimized unless 
they choose not to read our news columns. We give them the same 
facts that we have had in making up our minds. Mr. Bland also 
misinterprets very seriously what we have said. We have said that 
rates are too high and that they must and will come down. We have 


insisted, however, that they can not come down until operating costs 
are reduced and that the high freight rates are not the principal or 
controlling cause for the depression of business.—Editor The Traffic 





World. 
Personal Notes | 
. — 7 








William M. Mortimer, formerly treasurer of the New York 
Dock Company and the New York Dock Railway, has associated 
himself with Clifton, Mortimer & Kievet, Inc., traffic managers, 
of New York City. 

Frank T. Scanlan has been appointed commercial agent for 
all steamers of the Chicago Steamship Lines operating between 
Detroit, Cleveland and Buffalo, and Milwaukee, Michigan City, 
Waukegan and Kenosha. 


W. J. Cartwright has been appointed commercial agent for 
the Southern Railway System at Chattanooga, vice R. D. Miller, 
who has been transferred. 

H. F. Kern has been appointed general agent for the South- 
ern Pacific Lines at Cincinnati, vice F. E. Scott, who has been 
promoted. Mr. Kern is succeeded as general agent at Kansas 
City by L. B. Banks. 

R. M. Richter, of Bedford, Ind., has been appointed general 
manager of the Bedford Stone Club and secretary of the Indi- 
ana Limestone Quarrymen’s Association. 

C. H. Bland has been appointed trainmaster and W. E. Sal- 
yards chief dispatcher for the entire system of the Louisiana 
Railway & Navigation Company, with headquarters at Shreve- 
port. W. H. Gammill has been assigned to other duties. 

William Hood, chief engineer for the Southern Pacific, re- 
tired from active duty, May 3, at the age of 75 years and on the 
54th anniversary of his obtaining employment with that com- 
pany. 

In the Traffic World, April 30, it was stated in error that 
A. W. Gill had been appointed freight traffic manager for the 
Southern Railway System at Cincinnati. Mr. Gill’s proper title 
is assistant to freight traffic manager. 

H. E. MacNiven, formerly superintendent of cartage for 
Montgomery Ward & Company, of Chicago, is now associated 
with the Edward Lasham Company, merchandise warehousemen 
and forwarders of general teaming, Chicago. 

P. L. Shepard has resigned as general freight and passenger 
agent for the Gulf & Ship Island Railroad Company. 
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F. W. Elder, formerly commercial agent for the Gulf Coast 
Lines at Houston, has been transferred to a similar position at 
San Francisco to succeed E. J. Naylor, who has resigned. 


DOINGS OF THE TRAFFIC CLUBS 


At the meeting of the Industrial Traffic Club of the Niagara 
Frontier, in Buffalo, April 29, Frank E. Williamson, traffic com. 
missioner for the Buffalo Chamber of Commerce, spoke on “Rate 
Construction and Tariffs.” The talk was followed by an open 
discussion on “Order Notify Shipments to Non-Agency Stations” 










The noon luncheon meeting of the Traffic Club of St. Louis, 
held at the American Annex, May 3, was addressed by Capt. J, 
Milton States, of the Bureau of Commercial Economics, Wash. 
ington, D. C. B. H. Dally, assistant general freight agent for 
the Pennsylvania System, presided. 

The monthly meeting and annual spring frolic of the Traffic 
Club of New England will be held May 9. Perry H. White and 
W. M. Burrell are in charge of the entertainment. 





The Central California Traffic Association, San Francisco, of 
which A. T. White, traffic manager of the Emporium, is presi- 
dent and J. C. Burt, traffic manager for the H. C. Capwell Com- 
pany, is secretary, is contemplating the appointment of a stand. 
ing committee to arrange for social affairs in the near future, 
The association has hitherto confined itself to matters of traffic 
only. 

In addition to the addresses of Otto H. Kahn, which was 
printed in the Traffic World April 30, and Daniel Willard, which 
appears in this issue, the Traffic Club of Pittsburgh was ad- 
dressed by Vice-president Coolidge and Jules Jusserand, French 
ambassador to the United States, at its annual meeting and ban- 
quet at the William Penn Hotel April 28. Both these speakers 
commented on the transportation situation and spoke optimistic- 
ally of what the future holds in the way of solutions for the 
serious railroad problems. 


TRAFFIC SECTION CHANGES 


The Traffic World Washington Bureas 


Director-General Davis has abolished the traffic part of the 
division. of liquidation claims of the Railroad Administration and 
transferred the personnel of the organization to the law division. 
C. B. Stafford, head of the traffic section, becomes traffic assistant 
to the chief counsel. The work of the traffic section has been that 
of disposing of claims arising from the traffic rates, rules, and 
regulations issued under federal control. The law question in 
each claim has been the most prominent part. Therefore, the 
consolidation of the traffic section with the law division has been 
regarded as a logical move. Prior to the consolidation it was 
necessary for the traffic and law personnel to be in consultation 
much of the time. Every case before the Commission involved 
such consultations. Every claim, in the end, became a law ques 
tion. 

During federal control a traffic division was necessary because 
it was necessary to make rates to move traffic. There has been 
no such necessity since that time. The traffic people, in the dis- 
position of claims, had to produce the facts with which the law 
section could defend the cases brought against the Director- 
General, as agent, and also the facts on which the law division 
could dispose of loss and damage claims, or overcharge and under: 
charge claims. 


COMMISSION NOMINATIONS CONFIRMED 


The Senate, May 3, confirmed the nominaticns of E. I. Lewis. 
chairman of the Indiana Public Service Commission, and J. B. 
Campbell, of Spokane, Wash., as members of the Interstate Com: 
merce Commission. No objection was raised to either nomina 
tion, it is understood. 


c. R. |. & P. LEASE WARRANTS 


Authority to issue six lease warrants for $158,885.54 each 
in faver of the Pullman Company as part payment for 30 steel 
coaches and five steel chair cars is asked by the Chicago, Rock 
Island & Pacific in an application filed with the Commission. 
The warrants will bear 7 per cent interest and one will be pay 
able on each November 2 and May 2 from November 2, 1921, 
May 2, 1924, both inclusive. The total price of the equipment to 
be acquired is given as $1,128,840, of which $282,210 will be paid 
in cash. 


LONG ISLAND R. R. BONDS 


The Pennsylvania Railroad Company has applied to the 
Commission for authority to place upon $3,876,000 of refunding 
mortgage bonds of the Long Island Railroad Company its gual 
anty of the principal and interest thereof. The Pennsylvania 
holds practically all of the stock of the Long Island. 
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HAL L. BRENNAN 









Customs House Brokers 
FOR 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 


Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


References: Dun & Bradstreet, Milmo 
National, Laredo National, First State 
Bank & Trust Co., all banks of Laredo, 
Texas, and Mexico City Banking Cor- 
poration, of Mexico City. 
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North China Line 


(Columbia Pacific Shipping Company) 


PORTLAND, OREGON 


Regular direct service without transhipment 
between Portland, Oregon, and Shanghai, 
Tsingtao, Tientsin (Taku Bar), 
Chinwangtao and Dairen 


Vessels also call at Yokohama and Kobe 



























Sailings Every Twenty-one Days From 
PORTLAND, OREGON 
(ALL AMERICAN flag A-1 Steel Steamers) 


SS “WEST NIVARIA” May 16 








SS “BEARPORT” June 6 
SS “WEST KADER” June 27 
SS “WEST KEATS” July 18 






eee at Shanghai to American River steamers for 
ng, Pukow, Hankow and other open 
Yangtse River ports. 


FOR RATES AND OTHER INFORMATION APPLY 
Sudden & Christenson 


General Eastern Agents 
44 Whitehall St., New York City 
or 
Columbia Pacific Shipping Company 
General Offices 
Board of Trade Building, Portland, Oregon 
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The CONTINENTAL and 
COMMERCIAL 


BANKS 


CHICAGO 


La Salle, Adams, Quincy and 
Wells Streets 










Invested Capital More Than Fifty-five Millions 













HE Traffic Department 
of these Banks is espe- 


cially equipped to assist manufacturers, 
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merchants and shippers in preparing 






documents, routing shipments, and 






in other problems incident to foreign 


seneeers 
— 
= 





> 







and domestic commerce. 





You are invited to make full use 
of our Traffic Department 









W. A. DUNNETT Traffic Advisor 
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PAYMENTS TO RAILROADS 


The Trafic World Washington Bureau 


Partial payments of the guaranty to railroads from February 
26, when the Winslow partial payment bill became effective, up 
to April 30, totaled $125,777,990, according to the Treasury De- 
partment. Partial payments in respect to the reimbursement 
for deficits incurred during federal control totaled $444,500: 

The Treasury announced the following additional partial 
payments: Western Maryland, $400,000; Georgia, Southern & 
Florida, $130,000; and Chicago, Indianapolis & Louisville, $125,- 
000. Payment of $59,950.17 to the receiver of the Tennessee, 
Alabama & Georgia in reimbursement of that road’s deficit 
during federal control was also announced. 

A statement showing partial payments under the guaranty 
from February 26 to April 28, issued by the Treasury Depart- 
ment, April 30, follows: 


Alabama, Tennessee & Northern R. R. Corp............. $ 40,000.00 
American BRaUway MxpresS CO. occccccccccccscccseseccces 4,500,000.00 
pe ee SO SO SR eee 6,000.00 
ees, TOMO. & BOMtA FS BY, CO. occccccivvccceeccvcce 5,425,000.00 
Atlantic Coast Line R. R. C0........-.2... sees eeeeenes 2,400,000.00 
Atlantic Coast Line R. R. Co. and Louisville & Nash- 

ville R. R. Co. (joint lessees of the Georgia R. R.)..... 300,000.00 
rr 2. Cle caddie sedec cut aeeeeenus tes 6,400,000.00 
ee ee Rr eer e ere 60,000.00 
peeemeeenyine Ge CROTON Fe. Th. Gis ac.c ccicicccinvecascvccecces 10,000.00 
Dame WORK & INteOrMAtiomel PONS BY CO. oocciccscccsccsccc 25,000.00 
ER, ES OU aa ak ae aim i aS wim: W H6.6 eA are ein ibe Bio 6,500,000.00 
prownwooG North & South Ry. CO. .....cccccccssscccvecs 5,500.00 
pumalo & Susquenanmea BR. BR. COrp. ....cscecccocccvcccecs 100,000.00 
NS DE er re eee nae 475,000.00 
Central New York Southern R. R. Corp...............2.2- 27,000.00 
ri: SE CE, Gi cp acces ose bene ese n0 sc ceee ees 50,000.00 
ee SO | aaa rr errr re 800,000.00 


7,000,000.00 
1,335,000.00 
525,000.00 
200,000.00 
5,137,190.05 
12,000,000.00 
60,000.00 
6,000,000.00 
850,000.00 
60,000.00 
500,000.00 
2,000,000.00 
225,000.00 
210,000.00 
25,000.00 


CRicago, Burlington & Quincy RFR. R.. Co......ccsccccccvcs 
eT SS Se ree 
Chicago, Indianapolis & Louisville Ry. Co............... 
ee I OE. a al ont tin nw kdb oa da e008 Bebe sree ee ¥ee 
Chicago, Milwaukee & St. Paul Ry. Co................46.. 
Crease & Mere weseere Fae. CO. cons ccccccccvcwcscccccecs 
Chicago, Peoria & St. Louis R. R. Co., receivers of...... 
Chicago, Rock Island & Pacific Ry. Co...........cecseees 
Chicago, St. Paul, Minneapolis & Omaha Ry. Co........ 
Cumberland & Pennsylvania R. R. Co............ ee eee 
i 2. i Te cd eS ERAS SSA RR ARCA KG HSS O0r8 
Delaware, Lackawanna & Western R. R. Co............. 
ee ee Se ee ere eee 
a. See ae ee ED BE, GO, cw ecdecvaccnavoenvswe 
I, I ea Neen bh bak bewe seems 


Gainesville & Northwestern R. R. Co.................44.- 7,000.00 
George, Fioride & Alimama Ry. CO... 2. .c ccc ccccevcccces 10,000.00 
ee ee, Me ee  cecaad Ona cs dunk Kmwncagec eee 4,000.00 


130,000.00 
6,000,000.00 
1,575,000.00 

200,000.00 
2,376,000.00 

260,000.00 

55,000.00 
1,500.00 
12,000.00 

450,000.00 

4,750,000.00 
6,500.00 

300,000.00 

650,000.00 

100,000.00 
1,400,000.00 

150,000.00 

375,000.00 


xeorgia, Southern & Florida Ry. Co.............2cecceees 
a een cee CR eed ene eoenmee see's 
Cee, Coe Ge Baemee Fe TF. Cesc ccc ccccccencscecces 
Ae OE SS eS ee errr 
ge SO eee ee 
International & Great Northern Ry. Co., receiver of...... 
Kansas City, Clinton & Springfield Ry. Co............... 
ee OO EO ads c's ab.c'e nis b6 0h ee che a Oa'aoreiecs 
nape Gan, Bene Oe Ge TE. TR, Ces ccciccciceccsecvenessicncs 
SS Se era aera renee 
Rae GE MAGNO. TR. Ci ccc ccicicc ccc tivvcccivccces 
eS ES OE ee re er eee 
MUON Rs MN a a alan Sin wikia © aie Slane RLS ke will wacainse’n 
GIN ae aeeid sae seibawe veces was 
Denes Gs HE. Tee Te, TEs COW. occ cece cewscccscscciece 
Minneapolis, St. Paul & Sault Ste. Marie Ry. Co......... 
minnesota & International Ry. CoO... ...ccccccccccccseces 
"FY “SE Se ay A ere 


i: CO (Ss scedih wanes a ceRagenes eee 3,000.00 
Nashville, Chattanooga & St. Louis Ry................... 150,000.00 
Pe er See Oi OE CR ce caas wae ate ac etn sss aenenane 20,000,000.00 
New York, Ontario & Western Ry. Co............ ...... 600,000.00 
New York, Philadelphia & Norfolk R. R. Co.............. 300,000.00 
ee >: a a ee eee 7,000,000.00 
I I ee a os sc wncale a:b Kbieie'6, o biad aa Biatdie onetwl@aus 180,000.00 
ease dlcala gan leek Wal RNIB oe eo 40.000.00 
I TO ae san anlls Sida Wao de bmiel aa ae ake 30,000.00 
ree ae Cewemt Peamemenrm WE. BE. CO... ciccciccccivcvecsecees 27,500.00 
RS Se eee 2,000,000.00 


4,000,000.00 
3,000,000.00 
55,000.00 
60,000.00 
100,000.00 


Pittsburgh, Cincinnati, Chicago & St. Louis R. R. Co... 
Preeemenvers Ge Re Feri Fe. Be. CO oie ccc ccc secccccwcccccce 
wamean, ACMO & PACING BY. CO. 2... ccccccsvsccsocccscas 
es SUS Oe SM eee ee re re ere ere a 
ee err 
San Antonio & Aransas Pass Ry. Co............-..eceee. 475,000.00 
Spokane, Portland & Seattle Ry. Co..................... 250,000.00 
ee eR Se Sa I BP, BI, oo vn oc cictniescdaccewseec 155,000.00 


ee, RMU PVREIICO FE. CB. noc ccciccke cc weneccsatoes 800,000.00 
St. Louis, San Francisco & Texas Ry. Co................ 200,000.00 
E.R ae ar era rr ae eee 10,000.00 
Tennessee Central R. R. Co., receivers of................ 195,000.00 
es Se i en oa s Bl accen ak gau'akd een ee uw is 100,000.00 
3emeas & Pacific Ry., recetvere Of... 2... ccccccccccccccses 1,000,000.00 


Toledo, Peoria & Western Ry. Co., receiver of........... 175,000.00 
Trane-mississippt Terminal BR. BR. Co... ....cccccccsscccecs 110,000.00 
oo Se ge SS SS ee ere 219,800.00 
I oka cin diale-an 0 ba. Heeb ale WUWe-e needa ngncedied ,000,000.00 
Wadley Southern Ry. Co. 50,000.00 
ere Pee Th, TR. ClO. oc cccc ccccscccccvenscescscees 45,000.00 
PP Ce on cn catseediveebpececeeanens 400,000.00 
we meeeeeee Ge Ee Werte FE. CO. oc ds vic ce iwe dec ccnwbareces 455,000.00 


Co OPT Tee ee Te eer ee Te eT eT Tee RTE ee 


—_ 


The Treasury Department has announced the payment of 
$80,000 to the Northern Alabama Railway Company and of $75,- 
000 to the Wrightsville and Tennille Railroad Company under 
partial payment certificates issued by the Commission. 


The Commission has issued partial payment certificates to 
the following carriers: Cincinnati, Indianapolis & Western, 
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$230,000; Chicago, Terre Haute & Southeastern, $26,000; re 
ceiver of Missouri & North Arkansas, $22,500. 

The Commission has issued partial payment certificates tg 
the Hawkinsville & Florida Southern Railway for $10,000; to 
the Philadelphia & Reading for $350,000; to the Charleston anq 
Western Carolina for $260,000; to the Northern Alabama for 
$80,000; to the Wrightsville and Tennille for $75,000, and to the 
Norfolk & Western for $2,000,000. 

Additional partial payments to railroads announced by the 
Treasury Department follow: Norfolk & Western, $2,000,000; 
Charleston & Western Carolina, $260,000; Hawkinsville & Fyor. 
ida Southern, $10,000; Philadelphia & Reading, $350,000. 

The Commission has issued a partial payment Certificate 
to the Sullivan County Railroad for $17,000. 

Additional partial payments to railroads announced by the 
Treasury Department follow: Cincinnati, Indianapolis & West. 
ern, $230,000; Chicago, Terre Haute & Southeastern, $26,000; 
receiver of Missouri & North Arkansas, $22,500. 

Director-General Davis, of the Railroad Administration, an. 
nounced final settlements with the Duluth, Missabe & Northern 
and the Duluth & Iron Range, May 3. The former road was paid 
$8,525,000. It had put in a claim for $12,104,397. The latter roaq 
was paid $4,866,000. It had claimed $6,420,052. 

The Commission, May 5, announced the issuance of the fol- 
lowing partial payment certificates: American Railway Express 
Company, $1,500,000; New Orleans Great Northern, $105,500; 
Louisville, Henderson & St. Louis, $175,000; Vermont Valley, 
$45,000; Marion and Rye Valley, $8,800. 

The Commission has issued a certificate, under section 
204 (G) of the transportation act, to the Gulf, Florida & Ala- 
bama, for $72,507, as a payment to cover part of a deficit in 
operating income during federal control. The total amount pay- 
able to the road, under all paragraphs of section 204, the cer. 
tificate says, is $442,507, of which the amount before mentioned, 
is due now. 

The Treasury Department announced the following addi- 
tional partial payments: Illinois Central, $2,000,000; Sullivan 
County Railroad, $17,000. 

The Commission announced the issuance of three certificates 
May 6, to the Liberty-White Railroad Company of Mississippi, 
and the Nevada-California-Oregon Railway Company, directing 
the Secretary of the Treasury to make good the deficits incurred 
by these roads during federal control. Two certificates were 
issued to the Liberty-White, one for $8,499.20 and one for $7,- 
818.95. The certificate to the Nevada-California-Oregon called 
for the payment of $14,638.26. 

The Treasury Department announced partial payments of 
$65,000 to the receiver of the San Antonio, Uvalde & Gulf; $6,000 
to the Texas Short Line Railway Company, and $72,507.96 to 
the receiver of the Gulf, Florida & Alabama Railway Company. 
The latter payment was in reimbursement of the carrier’s deficit 
incurred during federal control. 


HEARINGS ON SCOTT BILL 
The Trafic World Washington Bureau 


Hearings on the Scott bill (H. R. 3716), providing for 
amendment of the La Follette seamen’s act, in so far as it ap- 
plies to traffic on the Great Lakes (See Traffic World, April 
23, p. 872) were begun before the House committee on mer- 
chant marine and fisheries this week, 

Witnesses representing commercial organizations of cities 
on the Great Lakes declared before the committee that the 
present law must be modified unless shipping is to be driven 
off the Great Lakes. They said application of the existing law 
has made it virtually impossible to conduct passenger and pack: 
age freight business on the Great Lakes at a profit. 

Among those who appeared before the committee in sup 
port of the bill were Clifford Gildersleeve, representing the 
Cleveland Chamber of Commerce; E. W. Keefer, of Port Huron, 
Mich.; Frank H. Meyers, of Sandusky, O.; L. E. Williams and 


_L. J. MeCumber, of Toledo, O., and Frank W. Fletcher and R. 


W. Pitkorn of Alpena, Mich. : ; 

Andrew Furuseth, president of the International Seamens 
Union, who will oppose the proposed legislation, attempted to 
question witnesses and was interrupted by Representative 
Greene, of Massachusetts, chairman of the committee, who Ii 
quired whether Furuseth had said in a speech at Boston that 
he (Furuseth) would defy the courts. Chairman Greene declared 
he would not permit Furuseth to testify before the committee 
if it were true that he had made the statement attributed (0 
him. Furuseth said he had made such a remark with qualifica 
tions, and then made an explanation in which he practically 
repudiated the statement. 

Representatives of the principal steamship companies oper 
ating on the Great Lakes appeared before the committee in 
support of the bill, which is designed to remove restrictions 
imposed on the operatiion of ships on the Great Lakes. Among 
those who urged passage of the bill were H. W. Thorpe, of the 
Goodrich Transit Co.; L. J. Williams, of the Detroit & = 
land Navigation Company, and P. F. Newman, of the Clevelan 
& Buffalo Transit Company. 
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Camphuis & Company, Inc. 
FORWARDING AGENTS 
Laredo, Texas 


Largest and Best Equipped Forwarding 
Organizations on the Mexican Border 


We have specialized in the handling of small shipments. 
Previous to present railway strike we maintained: 


Two Package Cars Per Week to Mexico City 


(Time in route Nuevo Laredo to Mexico City eight to ten days) 


With resumption of traffic we are now prepared to maintain 


Three or More Package Cars Per Week 


(Arriving in Mexico City fifth or sixth day) 
Consult Traffic Managers of your Carriers relative to 


Package Car Service 


direct to 


Laredo, Texas 


from 


New York, Chicago, St. Louis, East St. Louis, 
Memphis, Fort Worth, Dallas, San Antonio 


The merchants of Mexico are vitally interested in time of 
delivery of their merchandise. 


Write us for full particulars and request a copy of our Shipping Instructions. 


OFFICES 


Nuevo Laredo, Tamps., 

Juarez, Chih., Mexico 

Piedras Negras, Coah., Mexico 
Mexico City 


Laredo, Texas Mexico 
El Paso, Texas 


Eagle Pass, Texas 
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Pacific — Caribbean — 


Gulf Line 


(Swayne and Hoyt, Inc., Owners) 


















Steel Steamers 


DIRECT SERVICE 
BETWEEN 









New Orleans, San Francisco, 
























Loading Cotton from Gulf and Ship Island Railroad Terminals 


LINER SERVICE—LIVERPOOL, MANCHESTER, LONDON, HULL, 
BRISTOL, CHANNEL PORTS, GLASGOW, DUBLIN, 
BELFAST, HAMBURG AND BREMEN. 


We have many advantages to offer exporters. 


T. E. Harris, Traffic Manager 


Gulf and Ship Island Railroad 











Los Angeles Harbor, Portland, 
Tacoma and Seattle 


Via Panama Canal 






S.S. ALVARADO, Sailing from New Orleans middle of May 
S.S. ELDORADO, Sailing from New Orleans last half of May 
S.S. IRIS, Sailing from New Orleans middle of June 
S.S. LAKE GUNNI, Sailing from New Orleans middle of July 



















Rates quoted, bookings and other information furnished upon application 


THE STEELE STEAMSHIP LINE, Incorporated 










630 Common St., New Orleans, La. 
OFFICES ALSO AT 
2102 Strand 50 Broad Street 430 Sansome Street 


Texas City ~ New York C San Francisco, Calif. 


Galveston, Texas 





Ain & ~ 


evi rm yan 





Gulfport, Mississippi 
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MINOR COMMISSION ORDERS 


The Traffic Bureau of Sioux Falls Chamber of Commerce 
and the Omaha Live Stock Exchange have been permitted to 
intervene in No. 12268, Board of Railroad Commissioners of 
the State of South Dakota vs. C. & N. W. et al. 

Petitions of the Director-General for rehearing or reargu- 
ment of No. 11498, Indiana Refining Co., Inc., vs. C. C. C. & St. 
L. Ry. et al., and No. 11277, Ozark Refining Co. et al. vs. C. R. I. 
& P. et al., have been denied. 

The Stewart Sand Company has been permitted to intervene 
in No 12559, The Kaw River Sand and Material Co. et al. vs. 
A. T. & S. F. et al. 

The Buffton-Lewisburg Stone Company has been permitted 
to intervene in No. 12462, Peninsular Portland Cement Co. vs. 
Director-General and Cincinnati Northern Ry. 

The Ft. Smith & Western Railroad, Charles T. O’Neal, re- 
ceiver, have been permitted to intervene in No. 12515, Swift & 
Co. vs. Kansas City Terminal Railway et al. 

No. 11132, Union Cypress Co. vs. F. E. C. Ry. Director-gen- 
eral et al., has been reopened for such further hearing as the 
Commission may hereafter direct. Petition for rehearing was 
filed by the Director-general. 

Armour & Co. and The New York Butchers Dressed Meat 
Co. have been permitted to intervene in No. 12661. The Na- 
tional Live Stock Exchange et al. vs. Ann Arbor et al. 

The Steel & Tube Co. of America has been dismissed as a 
party complainant in No. 12071, Adriatic Mining Co. et al. vs. 
C. & N. W. et al., but has been given permission to intervene. 

The order in No. 11011, Live Poultry & Dairy Shippers’ 
Traffic Assn. vs. Director-General, A. T. & S. F. et al., has been 
modified so as to permit defendants to establish rates in com- 
pliance therewith on not less than five days’ notice. 

The Commission has reopened No, 11764, in the matter of 
intrastate rates within the state of Texas, for the purpose of 
considering the reasonableness, relationship, and propriety of 
the rates in effect on asphalt, cement and lime in that state. 

The Cape Girardeau Portland Cement Co., Missouri Port- 
land Cement Co., the Kosmos Portland Cement Co., and the 
Atlas Portland Cement Co. have been permitted to intervene 
in No. 12592, Lehigh Portland Cement Co. vs. A. G. S. R. R. et al. 

The Traffic Bureau of the Sioux City Chamber of Commerce 
has been permitted to intervene in No, 12729, David Cole Cream- 
ery Co. et al. vs. Director-General, C. B. & Q. et al. 


PURCHASE OF E. L & T. H. RY. 


The Trafic World Washington Bureau 


Acquisition by the Cleveland, Cincinnati, Chicago & St. 
Louis Railway Company of the control of the Evansville, Indian- 
apolis & Terre Haute Railway Company by the purchase of the 





capital stock of the latter company for $1,000,000 has been au- 


thorized by the Commission. 

The road of the E., I. & T,. H. extends from Terre Haute, 
Ind., where it connects with the C., C., C. & St. L., to a point 
of connection with the Chicago & Eastern Illinois 3% miles 
north of Evansville, Ind. It comprises 134.15 miles of main 
track and 31.75 miles of side and spur tracks. Large quantities 
of bituminous coal are located along the line which also runs 
through a rich agricultural and stock-raising district. 

Under an agreement with the bondholders’ committee of 
the E., I. & T. H., dated February 19, 1920, the C., C., C. & 
St. L. obtained possession of the property. It was provided in 
the agreement that the C., C., C. & St. L. should have the 
option to purchase all of the capital stock of $1,000,000. 

In its opinion, the Commission said in part: 

“The Evansville & Indianapolis road was in the hands of 
a receiver from February 29, 1916 to June 3, 1920. During that 
time its physical properties greatly depreciated. The Terre 
Haute Company has practically no serviceable locomotives or 
other rolling stock. It has been enabled to transport a con- 
siderable tonnage by reason of the co-operation and aid of the 
applicant, but it requires rehabilitation before satisfactory re- 
sults can be obtained from the standpoint of proper service. 
The acquisition by the applicant of the Terre Haute Company 
will result in more efficient and economical operation, and will 
facilitate putting the road in a position where it will be able 
properly to care for the needs of the communities it serves. 
Large economies will be effected by the joint use of applicant’s 
passenger and freight facilities at Terre Haute, its shops at 
Terre Haute and Indianapolis, its rolling stock, and in the ad- 
ministration of the property. 

“The Terre Haute runs in the same general north and 
south direction as applicant’s line from Cairo to Danville, Illi- 
nois, the lines being from 25 to 35 miles apart and on opposite 
sides of the Wabash river. There is no substantial competi- 
tion, actual or potential between the two. The applicant’s line 
furnishes a natural outlet for the products transported by the 
Terre Haute, the two forming a continuous route. 

“The entire authorized capital stock of the Terre Haute 
Company, all of which is outstanding, is 42,900 shares of the 
par amount of $100 each, and is controlled by the bondholders’ 
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This the applicant proposes to purchase for $1,000, 


000, making payment therefor with $1,052,600 principal amount 
of the applicant’s 6 per cent 20 year refunding and improve. 


ment mortgage bonds of a new series, 
thority to issue these securities is pending before us. 


An application for ay. 
Our ap- 


proval herein goes only to the purchase by the applicant at a 
price of not exceeding $1,000,000 of the entire stock of the 
Terre Haute Company, and we expressly reserve the right to 
prescribe the terms, methods and character of securities, jf 
any, which the applicant may employ to effectuate the purchase, 
and our approval and authorization are upon the express con. 
dition that the par value of the stock acquired shall be ap. 
propriately reduced as we may hereafter order, and shall not 
be sold, pledged or otherwise disposed of without our con. 
sent.” 


An application of the Evansville, Indianapolis & Terre 


Haute Railway Company for authority to acquire and operate 


the 


property of the Evansville & Indianapolis Railroad was dis- 


missed by the Commission on the ground that it was without 
jurisdiction under the transportation act because the line of 
road involved was constructed and in operation prior to the 
effective date of the Commission’s jurisdiction over such ap- 


plications. 


The application was made as the result of the re- 


organization of the Evansville & Indianapolis which resulted in 
the Evansville, Indianapolis & Terre Haute taking over the 
property. The line of railroad involved is identical with that 
of the Evansville, Indianapolis & Terre Haute which the C., C., 
C. & St. L. has been authorized to acquire. 


2 
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No. 


No. 


No. 


No. 


No, 


No. 


No, 








- 12649. 


Digest of New Complaints 


12644, Sub. No. 2. The Lakewood Engineering Co., Cleveland, 0., 
vs. Lake Erie & Pittsburgh et al. 

Unjust, unreasonable and unjustly discriminatory rates on iron 
and steel rails and iron and steel railroad cross-ties, riveted to- 
gether, from Cleveland to Baltimore for export. Asks reparation. 
12645. Certain-teed Products Corporation, St. Louis, Mo., vs. C. 
R. I. & P. et al. 

Unjust, unreasonable and discriminatory rates on C. L. traffic in 
and out of complainant’s plant at Marseilles, Ill., by reason of an 
additional charge for switching which is added to the through 
rate. Asks for application of line-haul rates and reparation. 
12646. Swift & Co., Chicago, vs. A. T. & S. F. et al. 

Unjust, unreasonable and prejudicial rates on fresh meats and 
packing-house products from complainant’s plants at South St. 
Paul, Sioux City, South Omaha, South St. Joseph, Kansas City and 
East St. Louis to Waco, Austin, San Antonio, North Ft. Worth, 
Dallas, Houston, Galveston, Corpus Christi and other destinations 
in Texas. Asks for just and reasonable rates and reparation in 
the sum of $25,000. ; 
12647. Pacific Grain Co., Portland, Ore., vs. Oregon-Washington 
R. R. & Nav. Co. 

Unjust, unreasonable, unduly preferential or prejudicial rates on 
grain between points or stations in the states of Oregon, Washing- 
ton and Idaho, and particularly between Portland, Ore., and points 
in Washington and Idaho. Asks cease and desist order, just and 
reasonable rates and reparation. 


. 12648. Swift & Co., Chicago, vs. A. T. & S. F. et al. 


Jnjust and unreasonable rates on fresh meats, dressed poultry 
and packing house products from Kansas City, Kan., South St. 
Joseph, Mo., and South Omaha, Neb., to Ohio and Mississippi 
River crossings. Asks cease and desist order, and just and 
reasonable rates. 

Pay Pe State Highway Department of Texas vs. P. C. C. & 

t. L. et al. 

Unjust, unreasonable, unduly preferential and prejudicial rates 
on narrow gauge iron or steel flat cars, with wooden floors and 
component parts attached, from Columbus, O., to San Antonio, 
Tex. Asks cease and desist order, just and reasonable rates and 
reparation. 


. 12650. Hardaway Contracting Co., Columbus, Ga., vs. Georgia, 


Southwestern & Gulf. é ; 
Unjust and unreasonable switching charges on C. L. freight in 
and out of Albany, Ga. Asks cease and desist order, just and 
reasonable charges and reparation. 
12651. Wortham-Carter Publishing Co. et al., Fort Worth, Tex. 
vs. A. T. & S. F., Payne et al. ; , 
Unjust, unreasonable and illegal rates on newsprint paper, via 
water and rail and via rail, water and rail, from points in New 
York, Maine, Connecticut and Oregon to Dallas and Fort Worth, 
Tex. Asks cease and desist order, minimum weight of 36,000 lbs., 
just and reasonable joint rates and through routes and reparation, 
12652. The Atlas Portland Cement Co., New York, vs. Centra 
R. R. of N. J. et al. ; 
Unjust, unreasonable, unduly prejudicial and preferential rates, 
as well as in violation of the fourth section, on cement —_ 
Navarro, Pa., to various destinations in New Jersey. Asks bere 
a non-discriminatory and non-prejudicial and lawiu 
rates. 
12653. The Mangelsdorf Seed Co., Atchison, Kan., vs. A. T. & 
«we OF Al. , 
Unjust, unreasonable, unjustly discriminatory and preferential 
and prejudicial rates on cane, sorghum and sudan seed from poin 
in Texas to Atchison, Kan., and other points because they —_— 
rates on wheat, buckwheat, rye, coarse grains and such Ls 
products as chicken feed, shorts, etc. Asks cease and desist order! 
rates not higher than those on wheat and reparation. t 
12653, Sub. No. 1. The Mangelsdorf Seed Co. vs. Payne, as agen 
Unjust, unreasonable, unjustly discriminatory and unreasonably 
preferential and prejudicial rates on cane, sorghum and suds 
seed from Texas points to Atchison, Kan., Kansas City, Mo., C t 
cago, Ill., and other points in that they exceeded rates on wheal, 
etc. Asks reparation. " 
12654. Terre Haute, Indianapolis & Eastern Traction Co., Terr 
Haute, Ind., vs. C. C. C. & St. L., Payne et al. + 
Unjust and unreasonable rates on bituminous coal from pret 
$20 28 a in Indiana to Terre Haute, Ind. Asks reparation 
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Port of Los Angeles 


34 Steamship Services Reaching Over 100 World Ports 
LIST OF DIRECT PORT CONNECTIONS: 





Acajutla, Salvador Christiania, Norway La Union, Salvador Rotterdam 

Acapulco, Mexico Christobal, Canal Zone Liverpool St. Lucia 

Alexandria, Egypt Cienfuegos, Cuba London Salaverry, Peru 

Amapala, Honduras Colombo, Ceylon Malmo, Sweden Salina Cruz, Mexico 
Antofagasta, Chile Corinto, Nicaragua Marseilles, France San Diego 

Antwerp, Belgium Cuban Ports Mauritius San Blas. | Mexico 

Arica, Chile Dairen, iets +e eg Australia San Franci sco 

Avonmouth, England Ensenada, Mexico Manila, I. San Jose de Guatemala 
Auckland, New Zealand Eten, Peru + eee Mexico San Juan Del Sur, —_ 


Bahia Blanca, Argentina Finnish Ports Mazatlan, Mexico Santiago, Cuba 














taly — 
Baltic Ports Glasgow, Scotland Montevideo, Uruguay Sea 
Barcelona, Spain Gothenburg, Sweden Nagasaki, Japan Shang ‘hai, China 
Boston, Mass. Guayaquil, Ecuador New Orleans Siagon. “Tndo-Ch ina 
Bombay, India Guaymas, Mexico a Cuba 
Buenaventura, Colombia Hamburg, Germany ork Stockholm, Sweden 
Buenos Ayres, Argentina Harve, France Norfolk, etna Sydney, Australia 
Calais, France Havana, Cuba Pai Tacoma 
Calcutta, India Hongkong Philedeiphie Talara, Peru 
Callao, Peru Honolulu Pisco, Peru Topolobampo, Mexice 
Cartagena, Colombia Hull, England ; Portland, c- Tientsin, China 
Cape Town, South Afri Iquique, Chile Port Said Valparaiso, Chile 
Cardenas, Cuba oe gy seme Florida sae ae Victoria, B. C. 
Cape San Lucas, Mexico Kobe, Jap Puntarenas, Costa Rica Wellington, New Zealand 
Champerico, Guatemala La Libertad, Salvador Rio > iouten, Brazil West Indian Ports 
Charleston, S. C. La Paz, Mexico Rosario, Argentina Yokaichi, Japan 


Yokohama, Japan 
Write for Illustrated Book and Port Maps 
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The Traffic World Washington Bureau 


The Louisville & Nashville Railroad Company has filed an 
application with the Commission for a loan of $5,000,000 to en- 
able it to complete improvements authorized since the ter- 
mination of federal control. The company states that since 
March 1, 1920, it has “actually acquired, contracted for and 
authorized improvements designed to expand the transportation 
capacity of its existing lines, aggregating a total expenditure 
of approximately $30,000,000. This large sum is more than three 
times greater than any other similar expenditure or authoriza- 
tion heretofore decided upon and represents nearly 42 per cent 
of the par value of the outstanding stock of this company.” 

It is stated in the application that over $20,000,000 of the 
$30,000,000 comprises the acquisition of locomotives and cars, 
and that the remainder covers expenditures necessary for ad- 
ditional terminal and yard facilities and the construction of 
second tracks and various other improvements designed to ex- 
pand and facilitate the movement of traffic, particularly in the 
coal fields of eastern Kentucky. The company has authorized 
an expenditure of $4,204,139.90 for additions and betterments 
on the Cumberland Valley and Eastern Kentucky divisions. 

Since the end of federal control the company states it has 
financed four loans, aggregating $26,525,000, because it desired 
to refrain, if possible, from calling on the government for a 
loan from the revolving fund because other carriers were less 
favorably situated for obtaining money. 

Unless it is able to secure prompt relief from the Labor 
Board by authority to reduce wages, the company states, it will 
be compelled, in addition to the $5,000,000 asked from the gov- 
ernment, to apply to its bankers for a further loan. This latter 
contingency, however, the company states, could be averted by 
the settlement this summer of its federal control claim and its 
guaranty claim. If these claims were settled, it would be un- 
necessary to ask for the $5,000,000, the company says. 

The company’s bankers, according to the application, when 
approached on the subject of an additional loan of $5,000,000, 
did not flatly refuse but said conditions were not propitious for 
the floating of a loan of that size. The company also says that 
general conditions are very unfavorable for railroad financing. 
After setting forth these and other reasons, the company says 
that it could not obtain the loan from its bankers without pay- 
ing an excessive rate of interest. 


E. ST. L. JUNCTION R. R. NOTES 
The East St. Louis Junction Railroad Company has applied 
to the Commission for authority to issue its promissory notes in 
an aggregate amount of $85,000, with 7 per cent interest, for the 
purpose of reimbursing the St. Louis National Stock Yards for 
$85,000 advanced to the applicant to enable the latter to meet 
its 1920 payroll. 


LOAN TO PENNSYLVANIA 


An application for a loan of $5,700,000, from the federal re- 
volving fund, has been made to the Commission by the Penn- 
sylvania Railroad Company. On May 27, 1920, the company ap- 
plied for a loan of $18,000,000. It received $6,780,000 of that 
amount and did not press the Commission for the balance, it 
is stated in the application. Now it desires the $5,700,000 to 
meet maturing obligations, the principal part of which is $5,093,- 
000 of the Pennsylvania’s “Philadelphia, Wilmington & Balti- 








Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change tn 
this Docket will be noted elsewhere. 


May 9—Austin, Tex.—Examiner Healy: 
8418—Railroad Commission of Louisiana vs. Aransas Harbor Ter- 
minal Ry. et al. 
3918—Same vs. St. Louis Southwestern Ry. et al. 
8290—Same vs. St. Louis-San Francisco Ry. et al. 
1. and S. 710—Eastern Texas class rates. 
1. and S. 719—Class rates to Shreveport, La. 


11764—In the matter of intrastate rates within the state of Texas. 


May 9—Washington, D. C.—Examiner Smith: 
1. and S. 1322—Minimum charge on L. C. L. shipments. 


May 9—Washington, D. C.—Examiner Barclay: 
12066—Construction and repair of railway equipment (locomotive 
equipment of the Pa. R. R. and affiliated lines—further hearing). 


7 9—Norfolk, Va.—Examiner Fuller: 

12375—F.. S. Royster Guano Co. vs. Director General. 

or. 9—Peoria, IlIl.—Examiner Money: 
12291—Sharon Coal Co. et al. vs. C. & A. et al. 
12280—Central Illinois Light Co. vs. C. & A. et al. 
12323—Edgar C. Foster vs. C. & A. et al. 

ee 9—Minneapolis, Minn.—Examiner Jewell: 
12344—Canby Milling Co. vs. C. St. P. M. & O. et al. 

May 9—Los Angeles, Cal.—Examiner Gerry: 
12294—Calivada Fertilizer Co. vs. Southern Pacific et al. 
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more Railroad 4 per cent stock trust certificates,” which fall due 
July 1, 1921. 


KANSAS CITY TERMINAL RAILWAY NOTES 


The Kansas City Terminal Railway Company has applieg 
to the Commission for authority to issue $2,000,000 of its 49. 
year 6% per cent notes, the proceeds from the sale thereof tg 
be applied on the maturity of $2,500,000 of 4% per cent notes 
on July 1. The notes first will be offered to the holders of the 
notes maturing July 1 in exchange and the remainder will be 
sold to bankers and the public at discounts and commissions 
which will make the cost to the applicant between 7.20 and 7.45 
per cent for the life of the issue, depending upon the amount 
of notes which are exchanged, if the Commission approves. The 
notes to be sold will be handled by E. H. Rollins & Sons ang 
the Continental and Commercial Trust and Savings Bank of 
Chicago. 


Cc. & W. Il. BOND PAYMENT 

Authority to assume liability in respect of the payment of 
$7,000,000 of Chicago and Western Indiana Railroad Company's 
collateral trust bonds has been granted by the Commission to 
the following roads, which are the lessees of the Chicago and 
Western Indiana: Chicago and Eastern Illinois Railroad Com. 
pany and William J. Jackson, receiver of the Chicago and East. 
ern Illinois Railroad; the Chicago, Indianapolis & Louisville 
Railway Company, the Wabash Railway Company, the Grand 
Trunk Railway Company, and the Chicago and Erie Railroad 
Company. 

Each of the lessees owns one-fifth of the outstanding capital 
stock of the Chicago and Western Indiana Company, which has 
leased its property to the lessees for 999 years. The $7,000,000 
of bonds, issued September 1, 1920, to assist the Chicago and 
Western Indiana in meeting maturing notes on that date, were 
issued under an indenture requiring the payment of $25,000 a 
month, beginning with October, 1920, for the establishment of 
a sinking fund to redeem the bonds. The Chicago and Western 
Indiana, the Commission said, being unable to pay the required 
installments, arranged with the lessees to enter into a supple 
mental lease under which each lessee will pay additional rental 
of $25,000 monthly, to meet the sinking fund requirements of 
the bond issue. The order of the Commission authorizes the 
carrying out of the terms of the supplemental lease. 


APPLICATIONS FOR EXTENSIONS 

The Pittsburgh, Ohio Valley and Cincinnati Railroad Com- 
pany has applied to the Commission for authority to construct 
and operate a short extension to its line in Belmont and Mon- 
roe counties, Ohio, to serve the coal mines of the Marcoll Coal 
Company and other coal companies. 

The Alabama, Florida & Gulf Railroad Company has ap- 
plied to the Commission for authority to extend its line from 
Wilson to Dothan in Houston county, Alabama, and from Green- 
wood to Marianna in Jackson county, Florida,. Construction of 
the extensions, the company states, will develop the territory 
along the company’s line for the benefit of the adjacent popv- 
lation. 


CHANGE IN DOCKET 
Hearing in 12121, Ft. Smith, Subiaco & Rock Island R. R. 
Co. vs. Aberdeen & Rockfish et al., assigned for April 29, at 
Washington, D. C., before Examiner Carter, was canceled. 


Docket of the Commission | 


May 9—Salina, Kan.—Examiner Early: 
12334—Freeman Grain Ce. vs. Director General. 
May 10—Washington, D. C.—Examiner Butler: 
12159—Consolidated Press Assn. vs. Western Union Telegraph Co. 
May 10—New York, N. Y.—Examiner Carter: 
12382—Chevrolet Motor Co. of Texas vs. C. R. I. & P. et al. 
12383—Chevrolet Motor Co. of New York vs. C. & E. I. et al. 
— —_. No. 1—Chevrolet Motor Co. of New York vs. C. & 
et al. 
May 11—Chicago, Ill.—Examiner Money: 
l. and S. 1316—Carload minimum weight on sugar between western 
points. 
om 11—Atlanta, Ga.—Examiner Fuller: rth 
12233—Hudson Mule Co. et al. vs. A. T. & S. F. et al. Such fourt 
section departures as may exist in the adjustment of rates ber 
be considered by the Commission in the disposal of this complaint 
May 11—Argument at Washington, D. C.: 
11040—Boston Wool Trade Assn. vs. B. & A. et al. 
May 11—New York, N. Y.—Examiner Carter: tern 
12381—Chevrolet Motor Co. of Michigan vs. Grand Trunk Weste 


et al. 
12395—Chevrolet Motor Co. of California vs. Erie et al. 
May 12—Chicago, Ill—Examiner Money: 
12276—W m. L. Carney vs. Director General. 
12372—Wm. L. Carney vs. M. St. P. & S. S. M. et al. 


May 12—New York, N. Y.—Examiner Carter: 


12397—Chevrolet Motor Co. of Texas vs. Michigan Central et al. 





Fre 
Coa 
Sail 
Be 
Seattle, 


Victoria, 

Portland, 

los Angel 
and all : 


19 - 4, 1921 THE TRAFFIC WORLD 999 






due 
lied Sy pre 00 
4 VLADIVOSTO SELDO 1Ay:, 
tes f : WA ' 
the : o Sana 
be “4 
ons 
7.45 
unt 
The 
and 
of 
t of 
ny’s 
1 to : 
and +? 
om- H 
ast: : ONG KONG 
rile ‘ 
and . 
‘oad t, MANILA 
ital : _ ¥) s 
has ; 
000 ° > & 
and H 
rere . 
0a : 
t of ‘ Fg 
fern : 9 
ired 
)ple- No . 
ntal | fe) AWN 
: of ORE 
: _ Dependable 
ruct 
[on- a as 4 bid 
“| Trans-Pacitic [rei ervice 
ap- , 
rom 
een: 
den Frequent REGULAR SERVICE FREQUENT SAILINGS 
apt C " From SEATTLE To 
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oe ee. D. C.—Examiner Smith: 
52—C. G. Chevalier vs. Director General. 


12—Wichita, Kan.—Examiner Early: , 
ee Wichita Board of Commerce et al. vs. A. T. & S. F. 


al. 
12359"The Vickers Petroleum Co., a vs. A. T. & S. F. et al. 


May 12—Argument at Washington, D. 
11673—The Ft. Dodge Commercial Cine ‘et al. vs. Ark. Content et al. 
10461—Peerless Coal Co. of Illinois vs. A. T. & S. F. et al. 
—_ foun. No. 1)—The Jones & Adams Coal Co. vs. A. T. & S. F. 
et a 


toe a Francisco, Calif.—Examiner Gerry: 
306— W. Fallini vs. Sou. Pac. 
12540—12 W. Fallini vs. Sou. Pac. et al. 
12429—Pacific Guano and Fertilizer Co., Inc., vs. Sou. Pac. et al. 


May 13—Kansas City, Mo.—Examiner Keeler: 
|. and S. 1323—Transit privileges on export grain to T’exas ports. 


May 13—Argument at Washington, D. C.: 
11395—The Gary-Sand-Line Brick Co. vs. A. T. & S. F. et al. 
11354—Producers’ Refining Co. vs. G. C. & S. F. et al. 
11317—Illinois Brick Co. et al. vs. Pa. R. R. et al. 
tay 13—Chicago, Ill—Examiner Money: 
348—Briggs & Turivas vs. Southern Ry. and Director General. 


13—Washington, D. C.—Examiner Smith: 
12321—O. Gilpen, Langdon & Co., Inc., vs. Director General. 
12321 (Sub. No. 1)—McCormick & Co., Inc., vs. Director General. 


oe 13—San Francisco, Calif.—Examiner Gerry: 
333—Standard Oil Co. (California) vs. A. T. & S. F. et al. 


Vv 13—Louisville, Ky.—Examiner Witters: 
1. and S. 1327—Clam and mussel shells from Cloverport and other 
Kentucky points. 


May 14—Argument at Washington, D. C.: 
11263—Consumers’ Ice Co. et al. vs. Director General and Pere Marga. 
11364—Duquesne Coal and Coke Co. et al. vs. P. & W. V. et al. 
11873—Collins Northern Ice Co. vs. Director General. 


oo 14—Chicago, Ill.—Examiner Money: 
396—Chicago Bridge and Iron Works vs. Erie et al. 
Portions of fourth section applications Nos. 1625, 1774, 1775, C. C. 
McCain, 1787, Erie R. R. 
12346—Old Ben Coal Corp. vs. Director General and C. B. & Q. 


oon 14—Tampa, Fla.—Examiner Fuller: 
368—Florida Citrus Exchange vs. Director General. 


May 14—Sioux City, Ia.—Examiner Jewell: 
12380—The Philip Bernard Co. vs. C. & N. W. et al. 


oy 14—San Francisco, Calif.—Examiner Gerry: 
61—Grayson-Owen Co. vs. Nev.-Calif.-Ore. Ry. et al. 


May 16—Argument at Washington, D. C.: 
11760—F rank P. Miller Paper Co. et al. vs. Pa. R. R. et al. 
11712—Carnation Milk Products Co. vs. A. T. & S. F. et al. 
11674—Hillsboro Coal Co. vs. C. C. C. & St. L. et al. 


“" 


- 16—Chicago, Ill.—Examiner Money: 

12302—Armour & Co. et al. vs. Chicago Junction Ry. et al. 
12283—Wilson & Co., Inc., vs. C. & A. et al. 
12176—Morris & Co., vs. Chicago Junction Ry. et al. 


or 16—Boston, Mass.—Examiner Carter: 
350—Minute Tapioca Co. vs. Boston & Maine et al. 
— ore Packing and Provision Co. et al. vs. N. 
et al. 
-~ 7 16—Philadelphia, Pa.—Examiner Smith: 
79—Atlantic Refining Co. vs. C. & O. et al. 
a Buckland, trading as National Slag Co., vs. Director 
eneral. 
May 16—Kansas City, Mo.—Examiner Keeler: 
12369—Peet Bros. Mfg. Co. vs. Director General. 
12369 (Sub. No. 1)—Peet Bros. Mfg. Co. vs. Director General. 
12310—The Buhler Mill and Elevator Co., Inc., vs, Director General. 
May 16—San Francisco, Calif.—Examiner Gerry: 
12347—California Cotton Mills Co. vs. Director General et al. 
12341—Rosenberg Bros. & Co. et al. vs. Director General. 


2. X. E. & &. 


CHAS. E. WALLINGTON 


Attorney at Law and Counsellor In 
Interstate and Foreign Commerce 


Specialist & Counsellor 

Rate Analysis—Claims 

Transportation 971 SPITZER BLDG. 
Trackage Arrangements—Demurrage TOLEDO, OHIO 
General Matters Relating to State, 

Interstate and Foreign Commerce 


Hickox Bldg., 





GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
Attorneys and Counsellors at Law 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission. 


Southern Building, Washington, D. C 
Telephone Main 2702 


GEO. TF. BELL 


COMMERCE COUNSEL 


1919-1921, Executive Vice-President, North- 
ern West a Coal Operators’ "Associa- 
tion; 1914-191 Attorney-Examiner, Inter- 
State Commerce Commission; 1909-1919, 
Commerce Counsel for various commercial 
Sees and shippers of Missouri River 
cities. 


MUNSEY BUILDING, WASHINGTON, D. C. 


All Traffic 
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CHARLES H. 


Commerce Counselor 


All phases of Traffic 
and Transportation 


CHAS. E. COTTERILL 


COMMERCE COUNSEL 
Suite 1120 Hurt Buildin’g 


ATLANTA, GA. 


CLYDE N. THOMPSON 
INDUSTRIAL TRAFFIC MANAGER 


and Transportation matters. 
Traffic Service Rendered on monthly 
basis. Correspondence solicited. 


MOREHEAD, KY. 
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May 16—Owensboro, Ky.—Examiner Witters: 
11197—Owensboro Wheel Co. et al. vs. Southern et al. 


May 16—Sioux City, Ia.—Examiner Jewell: 
a, Neeley Co. vs. Director General and American By, 
xpress. 


oe 16—Tulsa, Okla.—Examiner Early: 

12331—F rick-Reid Supply Co. vs. P. & L. E. et al. 
12331 (Sub. No, 1)—Frick-Reid Supply Co. vs. B. & O. et al. 
12331 (Sub. No. 2)—Frick-Reid Supply Co. vs. Erie et al. 
12331 (Sub. No. 3)—Frick-Reid Supply Co. vs. T. St. L. & W. et al, 
12331 (Sub. No. 4)—Frick-Reid Supply Co. vs. Pa. R. R. et al. 
12331 (Sub. No. 5)—Frick-Reid Supply ye vs. Pa. R. R. et al, 
12365—Oklahoma Iron Works et al. vs. A. C. & Y. et al. 


May 16—Mobile, Ala.—Examiner Fuller: 
12287—Gulf City Mfg. Co. vs. Director General. 


May 16—Memphis, Tenn.—Examiner Pitt: 
9702—Memphis southwestern investigation. 
7304—City of Memphis et al. vs. C. R. I. & P. et al. 
9927—Railroad Commission of Arkansas et al. vs. Arkansas Centra] 


et al. 
9886—Chamber of Commerce, Monroe, La., vs. Arkansas & Louisiana 
Midland et al. 
10084—Natchez Chamber of Commerce vs. Natchez & et al, 
6390—Memphis Freight Bureau vs. St. L. I. M. & S. Ry. et al. 
— ao Jobbers and Manufacturers Assn. vs. ‘C RL &p 
y. eta 
10419—Arkansas Jobbers_and Manufacturers Assn. vs. Beaumont, 
Sour Lake & Western Ry. et al. 


7250—Shreveport Chamber of Commerce et al. vs. A. & V. Ry. et al, 
Portions of numerous fourth section applications which have been 
consolidated with the above cases. 


May 17—Chicago, IIl. —enenes Money: 
12305—Armour & Co. vs. C. B. & Q. et al. 
12332—Armour & Co. vs. D. L. & W. and Director General. 


May 17—Birmingham, Ala.—Examiner Fuller: 
12324—Wofford Oil Co. vs. H. & B. V. et al. 
12374—Wofford Oil Co. et al. vs. N. O. & N. E. et al. 


May 17—Philadelphia, Pa.—Examiner Smith: 
11528—Abrasive Co. vs. Grand Trunk of Canada et al. 


May 17—Kansas City, Mo.—Examiner Keeler: 
12197—Dewey Portland Cement Co. vs. A. T. & S. F. et al. 


oy 17—San Francisco, Calif.—Examiner Gerry: 
389—Crown Willamette Paper Co. vs. N. Y. C. et al. 
12319—California Sugar and White Pine Co. vs. Director General. 


May 17—Tulsa, Okla.—Examiner Early: 
12360—Empire Refineries, Inc., et al. vs. Mo. Pac. et al. 


May 17—Salt Lake City, Utah—Public Utilities Commission of Utah: 
Inance Docket 36—Application of the Utah Terminal Ry. Co. for, 
certificate of public convenience and necessity. 
May 17—Argument at Washington, D. C.: 
11438—Swift & Co. vs. Director General. 
11923—Forsythe Leather Co. vs. C. M. & St. P. et al. 
11564—Laclede Steel Co. vs. C. & A. et al. 
11434—Monsanto Chemical Works vs. Sou. Pac. et al. 
11434 (Sub. No. 1)—Monsanto Chemical Works vs. Can. Pac. et al. 
11435—Monsanto Chemical Works vs. Wabash et al. 
May 18—Chicago, Ill.—Examiner or: 
13312—Armour & Co. vs. A. T. & S. F. et al. 
12282—Armour & Co. vs. Beaumont, Sour Lake & Western et al. 
May 18—Philadelphia, Pa.—Examiner Smith: 
11895—E. I. DuPont de Nemours & Co. vs. Director General. 
12072—The Barrett Co. vs. Pa. R. R.,et al. 
12234—The Barrett Co. vs. B. & O. et al. 
May 18—Birmingham, Ala.—Examiner Fuller: 
12342—Western Grain Co. vs. L. & N. et al. 


12384—Tutwiler & Brooks vs. Southern Ry. et al. 


May 18—Tulsa, Okla.—Examiner Early: 
12367—Oklahoma City Products Assn. vs. A. T. & S. F. et al. 
. Kerr & Co. et al. vs. Sand Springs Ry. et al. 


12379—A. 
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Special attention to matters before the Interstate 
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Commerce Counsel 







Southern Bullding Washington, D.C. 










EDWARD A. HAID 


ATTORNEY AT LAW 
1411-16 Liberty Central Trust Bullding, 
St. Louls, Mo. 


Special attention to matters before Inter 
state Commerce and State Commissions 40! 
railroad and rate litigation and claims. 
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Mip-West Box Company 








Look for Use 
the Triple Tape 
Trade Mark Corners 











Corrugated 
Fibre-Board 


Products 


Solid Fibre 


Containers 


MID-WEST Products are engineered 
to QUALITY. 


We maintain a systematized inspection 
service covering machines, raw mate- 
rials and finished product to insure 
quality, and a corps of experienced 
package designers to help our custom- 
ers solve their packing problems. 


MID-WEST TRIPLE TAPE COR- 
NERS prevent peeling and splitting. 


Our DOUBLE WALL Corrugated 
Boxes are the best for EXPORT and 
long distance shipping. 


GENERAL OFFICES: 
1337 Conway Building Chicago, Ill. 


FACTORIES: 


Fairmont, W. Va. 
Cleveland, Ohio Kokomo, Ind. 


Anderson, Ind. 
Chicago, Ill. 


We operate our own boxboard and strawboard mills 
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No More 
Lost Shipments 
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TOP your lost ship- ! 
ments; show con- | 
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| 
always come through. | 
Do it with Duo-Safety : ui 
Shipping Tags. Mt 
Big shippers of the 

country have adopted 
these tags. As a result 


they have no more lost 
shipments. 


DUO-SAFETY 
SHIPPING TAG 


The Tag with the Safety 
identification Stub 
See the illustration. The stub always stays with the ship- 
ment and carries your return address. If the tag is destroyed 
or mutilated, the carrier merely notifies you, asking for 
shipping instructions and the goods go forward promptly. 
We also make coupon tags, work tags and tags for every purpose. 


Main Office and Factory: Chicago, Illinois, U.S. A. 


New York City SALES OFFICES Los Angeles, Cal. 
St. Louis, Mo. Kansas City, Mo. Boston, Mass. Cleveland, Ohio 
Denver, Colo. Detroit, Mich. Rochester, N. Y. Milwaukee, Wis. 


JNTERNATIONAL JAG CG. 


TAG SERVICE 





The 1921 (Sixteenth Annual Edition) 


Exporters’ Encyclopaedia 
MORE THAN A BOOK—A SERVICE 


| tga for immediate delivery. The only authoritative and complete guide for 
Contains accurate detailed information on every 


question which can arise in connection with an export order. 
CONDENSED TABLE OF CONTENTS 


Distances from New York (Table). 
Drawbacks on Export Shipments. 
Foreign Drafts (Arrangement of). 


exporting manufacturers. 


Atghabetions Index of Ports, Cities and Countries of the 
Wor 


orld. 
Alphabetical List of Steamship Lines and Agents. 
Approximate Values of Foreign Coins. 

Banks and Bankers In Foreign Trade. 

Bills of Lading (Arrangement of). 

Cable Rates. 

Commerce, Industries, etc., of each Country. 
Commercial Terms (Explanation of). 
Consignment of Goods. 

Consular Invoices (Fac-similes and Instructions). 
Consular Regulations (in full for each country). 
Consuls (American and Foreign). 

Conversion Tables of Forelgn Currencies. 


Foreign Postage Rates. 
Marine Insurance. 


Parcels Post. 
Packing for Export. 


All 


th 
Coast Ports to all parts of the world, arranged under countries which they serve. 


“We have many inquiries from our members engaged in foreign trade for information relative to steamship routes, sail- ¢ 
ings to various countries, Consular regulations respecting transportaton of freight to a particular country, steamship y, 
regulations governing the form, issuance and substance of shipping receipts and procedure in making export shipments. P 


Our experience in connection with the gathering of export information has developed that your work contains com- 
plete and up-to-date information in condensed form; your publication is practically our text book on export 


matters and is in almost daily use.” 


which they may be conveniently filed. 


FREE EXAMINATION OFFER 


Mail the coupon and we will send the ENCYCLOPAEDIA for five 
If you find it valuable, send us your check for $15.00 for the com- 
It doesn’t cost you a cent, so fill 


Don't send any money. 
days’ free examination. 
plete service. If not, send it back, charges collect. 
in and mail the coupon. 


TRAFFIC WORLD 
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Foreign Weights and Measures (American Equivalents). 
Mall Time to Foreign Cities. 


Metric Weights and Measures. 
Minimum Bills of Lading (for each shipping route). 


Postal Money Order System (Foreign). 
Protection of Trade Marks Abroad. 
Selling American Goods Abroad. 


and 
6 Shipping Routes from New York, Philadelphia, Boston, Baltimore, Savannah, New Orleans and Pacific 
Each section gives complete 


detailed Information concerning the regulations and requirements of each line to be observed by the shipper. 


“Our Text Book on Export Matters” 


THE MERCHANTS’ ASSOCIATION OF NEW YORK. ? 


With a subscription to the ENCYCLOPAEDIA is included a bulletin service consisting of fre- 
quent bulletins keeping the information accurate and up-to-date, and a loose-leaf binder in 


Vol. XXVII, No, 9 


Pacific Mail Steamship Co, 


Under American Flag-PASSENGERS AND FREIGHT-Established 1843 


TRANS-PACIFIC SERVICE 
“*The Sunshine Belt to the Orient’’ 
San Francisco to Honolulu, Yokohama, Kobe, Shanghai, Manila, 
Hongkong 
Passenger and freight sailings by new and luxurious U. S. Shipping Board 
steamers Golden State (May 28th); and Empire State (July 
23rd); and pending delivery 3 other U.S.S.B. steamers by the 
popular S.S. Ecuador (June 25th) and S. S. Colombia 


MANILA-EAST INDIA SERVICE 


San Francisco direct to India, calling at Honolulu, Manila, Saigon, 
Singapore, Colombo, Madras, Calcutta , 
Passenger and freight sailings monthly by S. S. Creole State (May | 2th): 
- S. Wolverine State (June ||th); Granite State (July | 2th). 


PANAMA SERVICE 


San Francisco, Los Angeles Harbor to Mexico, Guatemala, Salvador, 
Nicaragua, Costa Rica, Canal Zone 
Passenger and freight sailings every 2 weeks 


SAN FRANCISCO-BALTIMORE SERVICE 


San Francisco, Los Angeles Harbor to Central America, Norfolk and 
Baltimore—S. S. Venezuela (June Ist)—(via Panama Canal) 
Passenger and freight 


SHANGHAI-HONGKONG-CALCUTTA SERVICE 
Between Shanghai, Hongkong, Saigon, Singapore, Penang, Rangoon, 
Calcutta 
Freight only. Sailings every ten days—eight U. S. S. B. steamers 


ROUND-THE-WORLD SERVICE 


San Francisco to Honolulu, Yokohama, Kobe, Dairen, Tientsin, 
Shanghai, Manila, Saigon, Singapore, Calcutta, Colombo, Bombay, 
Alexandria, Bizerta, Marseilles, Barcelona, thence Baltimore, 
Cristobal, Los Angeles Harbor and San Francisco (via Panama Canal) 

Freight only. Monthly sailings—U. S. S. B. Steamers 


Through bills of lading issued to and from points beyond ports of call 


General Passenger and Ticket office: 621 Market St., San Francisco 
General Offices: 508 California Street, San Francisco 
10 Hanover Square, N. Y. 400 Exchange Place, Baltimore 
Managing Agents: U. S. Shipping Board 
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Specifications 


The rapid progress of modern industry continually de- 
mands new types of car construction, each calling for the 
working out of its individual problem. 


Here is a very unusual car, designed and built for trans- 
GENERAL porting a heavy armature between electric power plants. 
\ y, The extra heavy underframe, built up of “I” beams, is 
| | mounted on trucks of 140,000 pounds capacity. The detach- 
able steel hood, placed over the armature to protect it against 

moisture, is removed when the armature is unloaded. 


Ali types of cars, box, flat, gondola and hopper bottom, as 
well as specialty cars for industrial and plant use, are de- 
signed and built in the three plants of The General American 
Car Company. 

The vast fund of engineering data and information accu- 
mulated by “G A” engineers in their long and varied experi- 
ence in building cars not only for all industries, but for 
practically all nations, is always at the service of those in- 
terested through consultation, for which no charge is made. 


uLAMERIGAN GARGOMPANY 


iary of the General American Tank Car Corporation 
General Offices: Harris Trust Building, Chicago 


e : Plants at: East Chicago, Ind.; Sahd Springs, Okla.; Warren, Ohio 
\ Sales Offices: 17 Battery Place, New York; 24 California St., San Francisco 
CE se on Cable Address: ‘‘Gentankar, Chicago” All Codes 
G . I di “4 8 q > 
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GENERAL AMERICAN CARS 
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LUCKENBACH LINES 


Express Freight Service 
U. S. Mail Steamers 
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Twin Screw American Steamers 





a ee ee Aw 

New York Hamburg a 

New York Rotterdam Amsterdam ert 
a ee BJ. HA 

Philadelphia Rotterdam Amsterdam = 
New York : “A 
Philadelphia | Port of Los Angeles San Francisco = 
Through Bills of Lading issued to and from Hawaiian Islands and North Pacific Ports sh 
SINGLE 


GENERAL OFFICES: 44 Whitehall Street, New York 








CHICAGO, Marquette Building MINNEAPOLIS, Metropolitan Life Building _— 
T. J. McGEOY C. H. DRINKWATER 
General Western Freight Agent Northwestern Freight Agent 
Philadelphia Los Angeles St. Louis San Francisco ove 
ausp 


Lafayette Building Central Building Pierce Building Merchants Exchange | 


“PAGE & JONES _ |]: 


Ship Brokers and ye 


Steamship Agents ie 
Saaremaa mate eine alam aemnimaiae i iaieinmaell : rail 
Mobile, Alabama, U. S. A As: 


Regular Monthly Service A-1 Steamers |} *’ 


| | 

MOBILE to ANTWERP ~ | * 

HAVRE and BORDEAUX ye: 

and U.S. PACIFIC COAST iT: 

St. Louis Office: | Birmingham Office: | . 
1217 Pierce Building 424-425 Chamber of Commerce Bld¢g. | lit 


IRVING H. HELLER, Manager GEORGE C. McLAUGHLIN, Manager 
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